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ELLIOT’S RAILROAD CROSSING. 


The engraving represents a railway crossing in ex- 
tensive use on the Ohio & Mississippi, North Wiscon- | 
sin, and St Louis & Southeastern, and many other | 
lines of road. | 





The distinctive feature of this crossing is, that it | 


Gontributions. 


GAUGE, GRADE AND THE ECONOMY OF 
BUILDING AND OPERATING RAILROADS. 





(The following paper was prepared by the author, who is 
now Chief Engineer of the St. Louis and Southeastern Rail- 





consi-ts wholly of long rails, no short sections being | 





AN IMPROVED TRACK-GAUCE. 


In the construction of rolling stock, the distance be- 
tween the flanges of the wheels is adjusted enough less 
than the true gauge to give room for the lateral motion, 
which is indi-pensable—or so considered, at least—at 
all points, and particularly in passing about curves ; 
but if, at various points, the distance between the rails 
is materially greater than the true gauge, there ensues 
a frightful oscillation of engine and cars at high speeds. 
The wheel flanges are thrown violently 
against the rails, causing serious and 
unnecessary wear to the track, and great 
liability of accident to trains. 





BB, CC, and D D, (that may be full rail length) each 
of which runs through one side of the crossing track 
and abuts against the other side of the same. 
rail A A runs past the end of the rail B B, and abuts 


upon the cross-track. Cast-iron knees, Y (7 JJ, are ap- 
plied to the obtuse corners, at the point of intersection, 





used, and, as a consequence, no metallic foundation | 
plate is required. The crossing has four rails, A A, | narrow guage railroad. ] 


way Company, for the consideration of certain capitalists in 
Missouri, who were considering the propriety of constructing 


Mr. Fairlie, the great advocate of narrow-gauge rail- 


’| ways, says: 
Thus the | ow 


“ Every inch added to the width of a guage, beyond 
what is absolutely necessary for the traffic, increases 


against that of D D; a, b,¢,d are notches in the tops | the proportion of dead weight, increases the cost and 
of the rails to receive the flanges of wheels running | 


danger of working, and, in consequence, increases 
the tariffs to the public, and reduces the useful effect 
of railways. - - . ° mi 

“The cost of construction of railways varies as the 
width of gauge. ° * e ° 

“A road of 3-feet gouge is infinitely less 
costly than a‘road of 4 feet 81-inch 
gauge ; much sharper curves and grades, 


ighter iron and cars can be used ; its ca- 





There are few American railroads upon 
which the position of the rails will not 


pabilities in respect to power and speed 
are equal to the wants of the country ; 





vary from one-half to three-fourths of 
an inch from the true gauge. While the 
“line side” of the track may be perfectly 





and it is infinitely superior in every re- 
spect. * * * * * 

The ot peat of non-paying to pay- 
ing weights on roads of 4-feet. 81¢-inch 
gauge in passenger trains is as much as 





true, the “gauge side,” it will be observed, 
is variable or “snaky,” and the wheel 


29 to 1, and in goods trains, exclusive of 
minerals, as much as 7 to 1; this, in a 





flanges are as liable to press against and 
follow the crooked side as the straight 
one, 

This inferior condition of the perma- 
nent way is secured at no diminution of 
first cost to the railroad company. It 














great degree, ts owing to the gauge. 

“The dead weight of trains conveying 
either passengers or goods is in direct 
proportion to the gauge on which they 
are run. * * * bd ° 

“On the London & Northwestern 
Railway the non-paying weight to the 





results alone froman improper use of the 
material furnished. In laying the iron, 
the implement known as the “track-gauge” is often | and bolted through the rails. The tops of the knees, 
handled by careless persons, who do not take sufficient | (/, //, are so formed as to constitute the “ guard-rails, ” 
pains to place it at right angles to the rail, and a con- | and no others are required. / / are sill timbers, halved 
siderable variation of the gauge is the result. Indeed, | together at the intersections and underlying the rails, 
it is difficult for careful and experienced men, with the | which are attached to the sills by ordinary spikes, 


implement ordinarily used, to adjust the gauge accu- This crossing can be laid very quickly, requiring but a 


Huntington & Kellogg’s Improved Track-Gauge. 





rately on sharp curves, and among frogs and 
switches, where the eye is liableto be misled 
by surrounding objects. With an ordinary 
track-gauge, which does not adjust itself per- 
pendicularly to the rail, the workman has no 
other guide than his “ eye, ” unless he adopts 
the very common rule of placing the 
gauge at the rail-joint on both sides of the 
track. But on a curve, as is well known, 
the rails on the inner side will “run ahead,” 
in laying track, rendering it necessary to 
frequently cut the inner rail to keep it in its 
proper position. It is not uncommon for the 
inner rail to run ahead fifteen or twenty 
inches, so that where this rule is followed 
the gauge is materially narrowed, and ata 
point, too, where such a variation is most 
dangerous. At the points of frogs it is very 
essential to get a correct gauge, but it is 
sometimes difficult to secure it, for the reasons men- 
tioned. 

The body, A, of the track-guage shown in the accom- 
panying engraving, is made of wood, with metal plates. 
B, and CO, bolted to its ends. The plate, B, is forked, 
with shoulders projecting do wnward from near the ends 
of the prongs. These shoulders bear against the sides 
of the rail, so that with very little care the gauge may 
be set perpendicular to the “line side” of the track. 
The plate, 0, bolted to the opposite end of the wooden 
stock, has a projection, d, extending downward below 
the stock, so that the gauge may be used at guard-rails 
and frogs. 

The cost of the gauge is but little in advance of one 
of the ordinary form, and it will be found worthy the 
attention of managers of railroads in course of con- 
struction. It is believed that its use by repair-men on 
old railroads, will gradually improve the condition of 
the track. Mr. A. N. Kellogg, at Nos.110 and 112 Mad- 
ison street, Chicago, will give any further information 
concerning it. 








—The following is the statement of iron manufac- 
ture in 1870, in the city of Cleveland : 






Tone, 
PRN iiss povka bes 40as sean nde c gud ese peeneeetesseeesd 18,575 
SEM vot VGewsare  sieceeesyavecsmeanenenb bavneteereeeden 39,367 
DM ieccwcce.dves ceed koo0ss ba eseksosneebeneel a >uckmraned 33,100 
ee en 3,056 
SE INET S2 4 vincndinscavcacvcsnacestoshs se0aedes’ asebbeade 17,956 
Penns SCORE GOOG NOG. 0.05 <.650.05550s0nda0dyoveseeese 3250 


a. ee eee 
Nuts, washers, bolts, nails, spikes. 
Machinery castings 
Wire, iron and steel............. 





“ eevee 2,160 

The consumption during the year of pig and scrap 
iron was 125,800 tons, and of coal and coke, 372,500 
tons. No new mills have been started, but most of 
those in existence have been extending their capacity. 











Elliot's Railroad Crossing. 


light force of hands, and any part admits of easy re 
moval and renewal without the least disturbance of 
the other parts. It is believed by many to be thg most 
economical and satisfactory crossing now in use. 

The crossing was patented Oct. 15, 1867, and is manu- 
factured and put down in all parts of the United States 
and Canada by the “St. Louis Railway Supplies Manu- 
facturing Company,” by whom information and esti- 
mates will be furnished. 





Indiana North & South. 

This is to be the great coal road of Indiana, extend- 
ing from Newburg, on the Ohio River, cight miles east 
of Evansville, northward through the Brazil coal fields, 
and with connections thence to Chicago. The gencral 
contract for the construction of the line has been let to 
Chamberlain & Matthews, of Ohio, and contracts have 
been let for the immediate construction of 22 miles, 
from Brazil northward through Rockville, and of 14 
miles, from Chambersburg, on the Indianapolis, Bloom- 
ington & Western road, northward to Attica, on the 
Toledo, Wabash & Western, to Dewey & Mitchell, of 
Indianapolis, who are at work grading. Work is also 
progressing on 14 miles of the road from the Ohio 
River northward. 

This road will extend through the block coal fields in 
the direction of their greatest length. 








Chicago, Pekin & Southwestern, 

The Eureka Journal learns that work is to be resumed 
along this line from Pekin to Marseilles, IIl., under the 
supervision of Col. Plumb, of Streator, to whom the 
contract has been let. 


paying weight is about seven tons to one 
ton; or, it takes 70 million tons of rol- 
ling weight to carry 10 million tons of 
paying load, and the management is so good its short- 
comings must be wholly due to its construction. 

“Assuming 40 million tons of rolling weight to 
| carry 10 million tons, if its gauge was 8 feet instead of 
| 4 feet 8'¢ inches, its goods traflic could be hauled at 

half the present cost, or with half the present motive 
| power, and in such a way as to reduce the present ton- 
nage over the road by ove-half, and remove 
the necessity for the heavy expense that is 
now being incurred in the construction of a 
third line of rails. * * * 

“The wagons employed on the London & 
Northwestern Railway weigh four tons ; 
hence actually carry only an average of 
four-sevenths of a ton each. 

“The best wagons can carry onthe ordina- 
ry English roads nearly twice their own 
weight. * * ° * * * 

“Wagons on 3-feet guage weigh one ton 
and can carry three tons, ¢ % * 

“ Assuming the same number of trains and 
wagons run on each gauge, and that each 
wagon carries one ton, then the gross load 
for one year on the 3-feet gauge would be 
20,000,000 tons, instead of 50,000,000, and the 
same amount of paying weight. 

‘ If there should be sufficient traffic to load 
the narrow-guage wagons in sucha way as to 
require the same number and weight of trains 
that are now worked, the result would be 
that, without increasing cost, the 3-feet gauge 
would carry a paying load of 25,000,000 out of 50,000,- 
000 tons gross load, against the 10,000,000 tons now 
carried ; hence, then, we have the cstablished fact that, 
so far as capacity goes, the narrow-gauge is superior to 
the broad-guage. ad ° . - a * 

“A 2-feet 6-inch guage is ample for any traffic in 
temperate climates, and will sustain a speed of thirty 
miles per hour. 

“ A 3-feet guage is sufficient for any traflic in hot or 
cold climates, and will sustain a speed of forty miles 
per hour. ad ad ws wd nd * * 

“The narrow-gauge railways will only cost a little 
over half as much as the 4-feet 814-inch-gauge railways, 
and are capable of carrying a8 many passengers and 
tons of goods as the best lines now existing. ” 


All of the statements with reference to the London & 
Northwestern Railway, by which Mr. Fairlie thinks he 
has shown that the carrying capacity of a road of 3-feet 
guage is 214 times greater, at same cost, than that of a 
4-feet 8-inch gauge, only show thatthe management is 
not good. 

If the carrying capacity, at same cost, is 244 times 
greater on a 3-feet gauge than on a 4-feet 84-inch 
guage, then the carrying capacity, at same cost, of a 4- 
fect 814-inch guage, must be at least two times greater 
than on a 6-feet gauge. 

The Pennsylvania Central Railroad is 355 miles in 
length ; it has 35344 miles of double track, 29 miles of 
third track, 144 miles of sidings, and 82344 miles of 
branches, including sidings. Total number of miles 
operated, including double track, sidings and branches, 
1,205. Its gauge is 4 feet 84g inches, and it is worked 
to nearly its full capacity. 

The Erie Railway has a guage of 6 feet, and is 459 
miles in length; the length of double track, including 
sidings, is 381 miles; the length of branches is 364 
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miles, and double track 504 miles. Total number of 
miles operated, including double track and sidings, is 
1,255. 

The grades, curves and character of the two roads are 
similar. 

The total number of passengers carried on the 
Pennsylvania Central Railroad, in the years 1868 and 
1869, was 7,975,541. The number of passengers carried 
one mile was 277,903,358. The average charge per pas- 
senger, per mile, was 2 61-100 cents. 

The total number of tons of freight carried in 1868 
and 1869 was 8,103,074, of which 4,394,407 were of coal. 
The total tons moved one mile was 1,428,486,872. The 
average charge per net ton, per mile, was 1 8-100 cents. 

The total number of passengers carried on the Erie 
Railway in the years 1868 and 1869 was 4,691,461. The 
number carried one mile was 252,768,042. The average 
charge per passenger, per mile, wa3 2 44-100 cents. 

The total number of tons of freight carried in 1868 
and 1869 was, 8,220,452, of which less than 3,000,000 tons 
were of coal. The total number of tons moved one 
mile was 1,413,528,415. The average charge per net 
ton, per mile, was 1 68-100 cents. 

The Pennsylvania Central Railroad is certainly as 
well managed as the Erie Railway, and the results of 
operating these two roads for a number of years, allow- 
ing for a difference in charge for transportation, will 
show approximately what effect gauge has on the cost 
of operating. 

The gross earnings of the Pennsylvania Central 
Railroad in 1865, 1866, 1868 and 1869, were $68,527,359, 
and the operating expenses, including taxes, were $50,- 
125,317, or 7344 per cent. If the gross earnings of the 

_ Erie Railway for 1865, 1866, 1868,and 1869 were $68,- 
527,359, then, according to Fairlie, the operating ex- 
penses would have been over $100,000,000, with the 
same management as onthe London & Northwestern 
Railway, assuming 4 tons instead of 7 tons non-paying 
load to 1 ton of paying load. 

The actual gross earnings of the Erie Railway during 
the four years were $62,157,012, and the operating ex- 
penses, including taxes, were $47,964,318, or 771g per 
cent. 

If the same prices for transportation had been charged 
on the Erie Railway that were charged on the Penn- 
sylvania Central Railroad, the earnings during these 
four years would have been about $4,500,000 more, and 
the operating expenses would have been only 70 per 
cent. of the gross earnings, or 81g per cent. less than 
the operating expenses of the narrow-gauge. 

This probably does not show the exact comparative 
cost of working the narrow and wide gauges, but it 
does show that the difference can be but very little; 
and it will be seen by a careful examination of the fol- 
lowing table of the earnings and operating expenses of 
some of the principal roads of narrow and wide gauges 
in the United States, that it is approximately correct. 

The main reasons why the net earnings of roads are 
50 small are because the business is largely through 
business, done for small profit, and at high speed. If 
the business was all local and done at present local 


minimum of the two gauges being practically as one 
to three.” 

This cannot be correct, for curves of less than 300 
feet radius have been used without difficulty on roads 
of six-feet gauge. On the Baltimore & Ohio Railroad 
there are many curves of 400 feet radius and one of 
818 feet radius, which trains pass over at a speed of 20 
miles per hour without difficulty. Curves of 50 feet 
radius on a 4-feet 814-inch gauge road are said to be 
traversed at a speed of 30 miles per hour with a 
27-ton Fairlie engine. 

On the Festiniog Railway, gauge 1 foot 1144 inches, 
the sharpest curve has a radius of 182 feet, and the 
maximum grade is 70 feet rise per mile. 

If the engines are properly constructed, very sharp 
curves can be used on roads of common gauge, but 
straight roads of any gauge are preferable, more, how- 
ever, on account of safety in operating, and saving in 
wear and tear, than the saving in power. 

It will require the same power to haul a given load 
over a straight road of 3-feet gauge as over a straight 
road of 4-feet 84-inch gauge, and nearly the same 
power over similar curves on roads of 3-feet and 4-feet 
814-inches gauge, grades being the same. 

Larger and more powerful engines can be used on 
the common gauge than on the narrow gauge, hence 
steeper grades may be used, the capacity of the roads 
being the same. 

Mr. Latrobe’s experiments on the Baltimore & Ohio 
Railroad, gauge 4 feet 814 inches, show that each de- 
gree of curvature per 100 feet is equivalent to 144 feet 
of ascent per mile. 

The resistance on curves on roads of different gauges 
is proportional to the difference of the respective radii 
of the curves. 

“The cost of hauling a ton of goods over a narrow- 
gauge road may ke safely reckoned at less than one-half 
the cost of hauling the same goods over the common 
gauge.” 

“The cost of transportation of merchandise, on the 
Jologne & Giessen Railway of 2-feet 7-inch gauge is 
about 14 cents per ton, per mile.” 

On the Pennsyloania Ce..tral Railroad, 4-feet, 844-inch 
gauge, the average cost per net ton, per mile, for trans- 
portation of freight in 1870 was 91-100 of a cent. 

The committee urge asa reason for narrow-gauge 
roads the saving in hauling dead weight, and in the 
same report recommend, to save handling of freight, 
that the car bodies with their loads be transferred on 
to the cars of the main lines of common gauge, thus 
adding to the dead weight to be hauled the great 
distances on the main lines. They say it will cost only 
ten cents per ton to unload and reload goods, but the 
results on the Erie Railroad show the cost will be nearer 
fifty cents per ton. 

Lighter iron can be used on roads of any gauge by 
putting less weight on the wheels of the engines. 

Not much lighter cars can be used on a 8-feet than on 
a 4-feet 84¢-inch gauge, the capacity being the same. 

The difference in weight between cars of equal 
strength capable of carrying 12 tons, of 4-feet 814-inch 





prices, and at low speed, the net earnings would be 
very large compared with the gross earnings. 




















gauge and of 3-feet gauge, due to difference of gauge, is 
about 500 Ibs., the only saving in weight being in the 
































— 
EARNINGS AND OPERATING EXPENSES OF SOME OF THE PRINCIPAL RAILROADS. 
4 | | j ] 
Gauge of | Miles | Expenses| Per |Expenses | Per | 
NAME OF ROAD road, opera- | Earnings.) exclusive | cent- \including , cent- Year ending. 
| ted. | | of taxes. | age. | tawes. | age. 
New York Central... l4 ft. 8% in.| 557 |$13,975,524) 10,882,358) 77.9 | 11.920,810 80 3 ‘September 80, 1865. 
New York Central... ‘4 8% } 594 | 14,696,785 11,013,441) 75.5 | 11,885,678 77.7 | - 1866. 
New York Central........secscevevees /4 8% | i, 447,453) | 76,243,772 78.7 |1857 to 1866 inclusive, 
PUNE ROO CMM esi evcktrnrrapeshcercessactucce 4 8% | BO | 15,5°6.616) | 9,222,906, 59.2 September 30, 1869. 
a MIIID so 0.0's5..s coceacaw ccccccccecenl | 65 | 380.171) 280,208 72.0 June 30, 1866. 
Philadelphia & Heading ........ccccccccsoccsececes| 4 8% 526 | 10,902,819 6,738,747, 61.8 [November 30, 1866. 
Cleveland, Columbus & Cincinnati........ ....... 4 10 | 138 | 2,386,182) 1,550,622, 74.9 |December 31, 1865. 
eee ep ee Se ee ‘4 10 202 1,675, '65' 1,182,257 70.6 1,274,225 76.1 ei * ” 
Pittsburgh, Fort Wayne & Chicago................ ‘4 8% | 483 1,467,217 5,117,686, 68.9 - * “ 
Michigan Central........ < 8% 824 | 4,446,490) 61.0 | 2,808,376) 63.2 May 31, 1866. 
Atlantic & Great Western wv 4.888.410! 8,324,274 68.8 | 3,522,460! 72.8 October 31, 1866. 
., “i Steep eine, pap ees: 840 | 8,793,005) | | 2,772,897 78.1 (December 31, 1865. 
Pennsylvania (‘entral............ 9 559 | 17.4 9,169 | 13,270.058, 76.0 os - sn 
Pennsylvania Central............ 9 559 | 16,583,882 | 12,790,909 "77.1 “s 1806. 
DACUnv anes yphms toot uaa. vaa cnegeanicatoasicays tate? 450 | 23,580,290! | 18,083,374) 55.8 1847 to 1856, 

Pennsylvania Central 9 60 | 34,484,308 24,064,250) 69.8 |1868 and 1°69. 
Erie 770 | 16,462,227 10,368,264) 63.0 | 11,754,93)| 72.0 December 31, 1865. 
Erie Seer Te 770 | 14,596,418 10,853,140, 74 8 ve - 10. 
Es 0'nh Axle agit ua Ranentintemsmbal enemies ie 6 1,255 | 31,098,3:2 25,356,248) 81.5 1868 and 1869, 
BER A oxic saucantucurcnen cegntentaanesieteusne eta cen in 1,2%5 6216712 47,964,318 T7744 1865, 1866, 1868 & 1869. 
PRMONIVATER COMUNE Bi 5. ves ics ctacicced occca.dovce 4 9 1,205 | 68,527,350 £0,125,817| 73%) “ a 


The following are extracts from the report on nar- 
row-gauge railroads of the Joint Committee of the 
House of Representatives of Massachusetts, March 11, 
1871 : 

“The difference in cost of the narrow and common- 
gauge railroads is nearly one to two, without reducing 
necessary efficiency.” 

This we will show cannot be correct, and that the 


capacity of a road is reduced much faster than the 
cost. 


“The narrow gauge permits the use of curves en- 
tirely impracticable for roads of common gauge, the 


axles and cross beams of trucks; the difference in 
weight of cars capable of carrying 8 tons will be about 
125 Ibs.; hence, when the amount of accommodation 
and the strength to sustain weight and resist hauling 
and buffing strains are the same, the proportion of dead 
weight to paying load is almost independent of gauge. 
The following extracts from reports in regard to 
roads of 3-feet 6-inch gauge show that the cost per mile 
far exceeds the calculations of the narrow-gauge advo- 
cates, and to this cost, for roads in the United States, 
must be added the duties on iron and price of gold. 


“1st. The Queensland railways, Australia. Length, 
222 miles; gauge, 3 feet 6 inches. Wages—skilled labor, 








$2.50 to $3.10 ; ordinary labor, $1.50 to $1.75. Average 
cost per mile, $32,000. 

“2d. The railways from Conyvveram to Arconnur, 
India. Length, 19 miles ; gauge, 3-feet 6-inches. (Land 
and portion of road-bed given by government). Mate- 
rials chiefly sent out from England. Rails, 3544 Ibs. 
Average cost per mile, $19,000. 

“3d. The Toronto, Grey & Bruce, and the Toronto 
& Nipissing railways, Canada. Length of first section 
193 miles ; gauge, 3 feet 6 inches. Wages, ordinary 
laborer, $1 to $1.50. Average cost per mile, $24,150. 

“The maximum grade is 106 feet, and the sharpest 
curve 480 feet radius on a 105-feet grade. The cost of 
grading was comparatively small, which was obtained 
by making the road follow the natural contour of the 
surface. The engines used on the road weigh from ten 
to twenty tons and will draw a load of 100 tons besides 
the cars. 

“The passenger cars are thirty feet long and will 
seat thirty-seven passengers—the seats being double, as 
on standard roads, and having a twenty-four inch pas- 
sage way between them. The platform cars are thirty 
feet long, weigh 10,500 pounds, with a capacity of ten 
tons, 

“The box cars are 15 feet long and weigh 314 
Stock cars carry ten head. 

“The engines cost $8,000 each ; passenger cars, $1,- 
600 each ; platform, $500; and box $400. 

‘The road-bed cost less than $5,000 per mile. The 
annual expenses of the road are between fifty and sixty 
per cent. of the receipts. 

“4th. The government railways, Norway, (con- 
structed by Capt. Pihl, C. E.) 

“ Length, 106 miles; gauge 3 feet 6 inches. (Rails 
and many other materials sent out from England.) 
First, through easy country, $15,900 per mile; second, 
through heavy country, $23,700 to $26,150 per mile. 

“Tt is possible to construct a thoroughly substantial 
track with rails not weighing more than from 30 to 40 
pounds per linear yard, provided that the fies are laid 
sufficiently close, the rails well fished at the joints, 
and an ample supply of ballast provided. 

“The specd of 25 miles an hour is found in practice 
to be more than sufficient for tributary roads. 

“A load of four tons per wheel is sufficient to enable 
the passenger and freight cars to be of ample dimen- 
sions for convenience of traffic. The passenger cars 
of latest design are of the usual American type, 32 feet 
long, exclusive of platforms, and 3 feet 6 inches wide, 
carrying very comfortably 32 passengers. 

“The box cars are 14 feet long and 8 feet 6 inches 
wide. The platform cars are 24 feet long and 8 feet 6 
inches wide, and carry 10 tons, their own weight being 
only 514 tons.” 


tons. 


One of the claims for narrow gauge is that lighter 
iron can be used ; that 30 to 40 pounds per linear yard 
are sufficient on a 3-feet 6-inch gauge, when it requires 
a load of four tons per wheel in order to make the cars 
of ample dimensions for convenience of traflic. 

On American railroads of 4-feet 84-inch and 6-feet 
gauges, not to exceed 244 to 3 tons are put on each 
wheel of the cars. 

It is asserted by Mr. Fairlie “that there is more 
“danger in working a 4-feet 81-inch gauge than a 
“narrower gauge, and that a speed of 40 miles an hour 
“can be made with ease and safety on a 3-feet gauge.” 

In order to preserve the stability of the cars the 
wheels on a 3-feet gauge cannot be over 20 inches in 
diameter, and a speed of 40 miles an hour will require 
672 resolutions per minute. 

The wheels on a 4-feet 84-inch gauge are 33 inches in 
diameter, and at a speed of 40 miles per hour will 
make 407 revolutions a minute, giving a difference of 
265 revolutions. 

With lighter cars, three-fifths the base, and wheels 
which to obtain the same speed make 1 7-10 revolutions 
to one revolution of the wheels_on the 4-feet 81-inch 
gauge, it is difficult to understand how a 3-feet gauge 
can be worked more safely than a 4-feet 814-inch gauge, 
or that it is safe to run 40 miles per hour on a 3-feet 
gauge road which has steep grades and very sharp 
curves. 

The saving in cost of grading, masonry and bridging 
of roads, averaging, say, 20,000 cubic yards per mile, 
will not exceed, for each foot the gauge is reduced, 
1-25; saving in ties, 1-16; saving in right of way, 
1-100 ; and saving in iron, rolling stock and fixtures to 
do the same amount of business, nothing. 

The passenger cars for the 3-feet 6-inch gauge are 114 
feet narrower than on the 4-feet 81-inch gauge, and 
cannot be comfortable for two passengers on each seat. 
as arranged. 

The flat and box cars are about the same width as 
used on the 4-feet 81¢-inch gauge, and, as I have shown, 
they must be comparatively of the same weight if of 
equal strength. 

Mr. Fairlie admits that the best wagons on the Eng- 
lish roads can carry nearly twice their own weight, 
and that on a 38-feet gauge they can only carry 
three times their own weight, yet, in  com- 
paring cost and results, he assumes the worst pos- 
sible management and heavy cars, going only about 
one-eighth loaded, on the 4-feet 81-inch gauge, and 
very small, light cars, carrying the same load per car, 
on the 3-feet gauge, and says this difference is due to 
gauge, when it is due to bad management and unsuita- 














capmeni.— asia 








JUNE 3, 1871.] 


THE RAILROAD GAZETTE. 


111 








ble rolling stock; and it only shows that there is great 
need of reform in rolling stock and management on 
the London & Northwestern road which carries 7 tons 
of train weight to one ton of goods. 

By referring to the following table, compiled by W. 
Milnor Roberts, a distinguished engineer, of the ordinary 
working service of locomotives in the United States, 
it will be seen that in 1856 the average train weight on 
these roads, exclusive of engines, was less than the 
goods load: 

Table of the ordinary working services of locomotives 
on certain railroads previous to 1856, showing the 
grades, curves, weight of engines, cars and load ; giving, 
also, some of the maximum performances : 








in all its parts proportionally to the gauge; but the 
capacity of such a road will be reduced much faster 
than the reduction in cost, as the saving in grading, 
masonry, right of way, etc., will be very small, the chief 
saving being in the iron, bridge superstructure and 
rolling stock ; but we can also make nearly the same 
saving on a gauge of 4 feet 814 inches by reducing the 
strength and capacity of rolling stock and road the 
same. 

A short road of 3-feet gauge, light iron and light 
rolling stock, may have sufficient capacity, and answer 
all demands, if there is only a small and limited traffic 
of freight and passengers, and if speed is not required ; 
and such a road may pay well, and answer as well as 
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Or, 1 6-100 tons non-paying load, including engine, to one ton of paying load, 


* The “ Atlantic,” May, 1845; built by Norris; 90 miles, over 40 miles of levels, stopping and standing at will. 


+ And two empty locomotives. 


Comparing the useful load, the weight of the cars 
carrying the useful load, and the weight of the empty 
return cars with the total movement on the Erie road 
for the year ending September 30th, 1855, the per cent- 
age was nearly as follows: 


Weight of | Weight of | Total 


Weight of 
cars contain \emply return 


DIRECTION, 











useful load., ing load, | Cars, weight, 

eS — —_—_——. 
Eastward ........ 87.5 | 26.0 | 0.3 63.8 
Westward........ | 10.9 | 11.3 | 14.0 | 86.2 
__Totals........| 48.4 37.3 | 14.8 | :100.0 


Or one ton of goods load to 1 6-100 tons of train 
weight, exclusive of engines. 

Heavier engines are used now than in 1855, and 
heavier trains are hauled on all the main lines, on ac 
count of the great increase of business; and to stand 
the unavoidable pounding and jamming in hauling 
large, heavy trains, it has been deemed necessary by 
railway superintendents to increase the strength and 
hence the weight of cars. 

I have no actual record of the percentage of uscful 
load and train weight of the present workings of any of 
the above mentioned roads, but, from observation, I am 
satisfied that the average useful load is at least one and 
one-fourth tons of train weight, and the average useful 
load and train weight may be, and probably are, much 
nearer equal. 

Freight cars used on railroads in the United States 
weigh from 8 to 10 tons each; the cars used on the 
London & Northwestern Railway weigh 4 tons each. 

The receipts, working expenses, tonnage, etc., of the 
Philadelphia & Reading Railroad, in the years ending 
November 30, 1850 to 1869, were: coal, 47,504,464 tons ; 
merchandise, 9,884,219 tons; gross receipts, $106,969,- 


548 ; total expenses, $55,048,279, equal to 5144 per cent. , 


of the gross earnings. 

In the year 1869 the total length of the single track, 
main line and branches, was 1,142 miles; average 
weight of through loaded coal trains down, exclusive 
of engine and tender, 714.1 tons; average weight of 
through empty coal trains up, 270.7 tons; average 
weight of coal per train down, 523.4 tons; average 
weight of train, including return trains empty, 541.4 
tons. 

A road and the rolling stock of a 3-feet gauge can be 
built much cheaper than a road and rolling stock of a 


a wider gauge, if there is no connecting road of a dif- 
ferent gauge. 

A road of even a 2-feet gauge would be much better 
than no road, especially in the Mississippi Valley, 
where common roads are almost impassible much of 
the year. 

The gauge for main lines should be adapted not 
merely for the general nature of the traffic which will 
pass over them, but also for traffic of exceptional na- 
ture. 

The proper gauge fora railroad in a country where 
there are no railroads, or for a road that will have no 
connecting road, if such a one can be found, is that 
width of gauge which will admit of the best and most 
economical machinery, cars, etc., and that will meet the 
nature and extent of the prospective traffic as well as 
the present ; but for a country which has tens of thou- 
sands of miles of road built, and auniform gauge estab- 
lished, it is wise to conform to that gaug: in building 
new lines, even if a narrower uniform gauge would have 
been the most economical ; and it is advisable to adopt 
the uniform gauge even when the traffic is very light 
and on local roads, and economize by building the road 
to suit the traffic, using very light iron, rolling stock, 
etc., and running trains at low speed. Fast running 
adds largely to the cost of transportation. 


In estimating the effect of high speed in cost of oper- 
ating a road, it is not sufficient to count only the ex- 
penses incurred for the greater power required, and 
additional wear and tear of road-way and machinery, 
which are very large, for the failure to make time 
causes delays of other trains, accidents, and evidently 
great extra expense. One fast train frequently pro- 
duces great irregularities, delay and cost. 

Most of the roads in the United States have a uni- 
form gauge of 4 feet 814 inches, and this gauge has been 
found to answer all demands of our great lines of rail- 
ways, and it admits of engines of capacity sufficient to 
haul as many cars as it is profitable to connect in a sin- 
gle train on ordinary grades, and it gives capacity to 
carry economically all the traffic required, of whatever 
kind. It admits of a low center of gravity to give sta- 
bility and safety at a high rate of speed, and at the 
same time it is evident for the safety and speed of pas- 
senger trains, and comfort of passengers, a narrow 





gauge would not do; and it is also evident that a much 


4-feet 814-inch gauge, provided it is reduced in strength | narrower gauge would not be practicable for general 


freight, as on a less width of cars many kinds of freight 
could not be transported. 

Again, it would not be practicable, or even econom- 
ical, to have one gauge for passengers and one for 
freight, if a narrow gauge would do for freight. 
Uniformity of gauge is necessary to the economical 
transportation of freight, to save unnecessary loading 
and unloading of freight, to save time, and that there 
may be a free interchange of cars. This is of as much 
importance to the short connecting lines as to the main 
lines ; for, while it is not advisable to permit the cars 
of short line roads to run over other roads, it is of 
great advantage for the short roads to have the use of 
the cars of the main lines. 

D. C. McCallum, General Superintendent of the 
Erie road in 1855, says, in his report, that the actual cost 
of loading and unloading 592,055 tons of freight on that 
road in 1855 was 844 cents per ton. 

To this must be added increased price of labor, cost 
of agents, clerks, stationery and storage, and for 
detention of freight and cars, which of ttself must be a 
large item. 

Hence it is evident that a difference in “ gauge of 
“roads increases the tariffs to the public and reduces 
“the useful effect of railways.” 

Again, the short road of to-day may become a part of 
a trunk line to-morrow. 

There can be no question that a great reduction can 
be made in building and equipping roads, and in cost 
of operating them, if the engines, cars, iron ahd super- 
structure are adapted to the requirements of the 
business. 


The grades and curves should be made as light as 
consistent with true economy in building, to admit of 
light engines, light trains, light iron and superstructure. 

It is evident that if a locomotive which weighs 30 
tons is used to do work that a 15-ton locomotive can 
do, the first cost of machinery and iron must be very 
much greater, and that the cost of repairs, wear and 
tear of machinery and road, will be nearly double that 
required. On each wheel of American cars, not to ex- 
ceed 214 to 8tons are put ; but on each driving wheel of 
engines 5 to 7 tons are put, and hence the superstruc 
ture has to be made with reference to the weight on the 
driving wheels of the engine. 

If the weight on each wheel of the locomotive can be 
reduced to 214 or 3 tons, a great saving in cost of road 
can be made ;- hence one of the most important ques- 
tions of railway economy is the proper adaptation of 
locomotive power. 

The double bogie or Fairlie locomotive evidently has 
many advantages over the ordinary locomotive, for it 
admits of an equal subdivision of the weight on the 
wheels, and a much heavier and more powerful engine 
with a given weight per wheel. If there are six tons 
on the wheels of the locomotive and only three tons on 
the wheels of the cars, the permanent way must be 
made to sustain the six tons ; hence the bogie locomo- 
tive will admit of lighter permanent way. The wheel- 
base of each bogie is practically the rigid wheel-base 
of the engine, which, for 60-ton engines of 41¢-feet 
wheels is only 914 feet ; hence they will traverse very 
short curves, while the grea’ length of the total wheel- 
base, or the distance between the centers of the ex- 
treme axles of the two groups, gives great steadiness 
to the engine without interfering with its flexibility, 
and they must adapt themselves with facility to the 
curvatures and inequalities of the road, and save 
largely in wear and tear of road and machinery. 

The fuel and water being carried on the engine, the 
necessity for a tender is dispensed with, and the whole 
weight carried is made available for adhesion. 

The details of construction may be far from perfect, 
but if all difficulties of construction can be overcome, 
its real merits will cause it to be generally adopted not- 
withstanding its complications. 

By running light engines and light trains at low 
speed, much lighter cars, compared with the load, can 
be used, and by multiplying trains when the ‘capacity 
of the road will admit of it, a given tonnage can be car 
ried cheaper than by running heavy engines and 
trains. 

On many railroads the rolling stock is not adapted to 
the traffic. Trains are hauled by engines capable of 
hauling twice as much as required. Engines of 30 tons 
weight are used to haul two or three passenger cars. 
The true way to economize is by making grades and 
curves as light as possible, running at low speed, and 
having a proper adaptation of rolling stock to road 
and business. 

Every road should be located with reference to event 
ually having as light grades and curves as practicable, 
the maximum grade being adopted against the lightest 
trade, but the roads should be built and the rolling 





stock adapted to the demands of the traffic for the first 
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TRANSPORTATION AND MACHINERY. 











ROADWAY AND RENEWAL OF TRACK, 


Mt c.ncuecpespuniaiksseneeesreanen +. «| 9,084,067 | 778,343,562 | 4,4°0,327 83,037 8.679 | 278,298! 0.174 $618,587 0.390 
poe ~ SEGRE R RE GREEN IT IES | 1,816,813 | 155,663,712 | 881,865, 6,607 0 736 55.660, 0.0348 123,707 0.078 
MMIC, ..ccc,0dusnpiacol anne 9,084,067 | 778,343,562 , 4,409,327 | 2,561,075 239.69 | 1,636,148| 1.043 618,537 0.390 
BURTAWO... «.3scgansaccs okssccenswosrareee 1:816,813 | 155,668,712 | 881865) 612,215 57.44 327,229 (0.21 128,707 0.08 


few years. When the business of a road at first will 
be small, and it is necessary to construct as cheaply as 
possible, instead of making a narrow gauge it is better 
to economize as follows, viz : 

1. Make a careful location with reference to the 
maximum grade which has been judiciously adopted for 
the whole road or each working division, in view of 
the cost and the demands of business ; then locate and 
construct a cheap temporary parallel line where heavy, 
costly work is required to build the permanent road, as 
near as possible to the truelocation, using, ifnecessary, 
heavy, undulating grades to make the work as cheap as 
practicable at first, and to save time in building, and 
thus have a cheap road-bed, and most of the distance 
the true location and grades. 

As coon after the road is built as may be required, the 
permanent road may be completed. 

2. By the general use of undulating grades, without 
increasing the maximum grade or decreasing the 
capacity of the road, 

3. By using light iron and rolling stock. 

The gauge of a road cannot be widened without great 
cost and loss, but the grades can be made lighter, and 
the strength and weight of rolling stock and iron can 
be increased as the business of the road may require, 
without loss ; for, a8 iron and rolling stock wear out, 
they can be replaced with heavier, changing gradually 
as the business requires, 

It is economy to use some light rolling stock and iron 
on any road, 

When roads are not worked up to their capacity, the 
effect. of grades on the cost of transportation is charge- 
able to the cost of running the engines, and the extra 
wear and tear of road and machinery ; all other cost is 
in proportion to the tonnage. 

But when a road is to be worked to its full capacity, 
its greatest capacity is an important element in the cal- 
culation, 

[tis evident that the measure of the capacity of a 
railroad is the number and weight of trains which may 
be passed over it, and if, from adverse grades, or other 
causes, the trains are reduced one-half in weight, the 
capacity of the road must be reduced in the same ratio, 
and the expenses per mile of road are consequently at 
least doubled per ton carried. 

Very few roads are worked to their full capacity, and 
lighter engines and lighter trains may be run, and at 
much lower speed. 

No two roads may need exactly the same weight of 
engines and cars for true economy. 

The cost of wearand tear of machinery and road is 
nearly the same whether heavy machinery is used and 
actually required on account of grades and the de- 
mands of business, or whether it is used without any 
reason and through ignorance of the true economy of 
operating. 

In building a road, not only the first cost of road and 
stock should be taken into account, but the cost of 
operating. Grade reduces the capacity of a road and 
increases the cost of transportation far more than the 
owners of the roads realize. The effect of grades can 
he readily established by calculations showing the dif- 
ferent loads that engines of given power can haul over 
different grades, 

The following are some of the results of the work- 
ings of the Philadelphia & Reading Railroad for five 

years, taken from Mr. Steele’s (Chief Assistant En- 
gincer) report of 1856, with his calculations based on 
the actual cost of transporting 9,000,000 tons of coal 93 
miles over virtually a level road. 





“ Grades of 25 feet per mile against the trade reduces 
the capacity (a level road being taken at 4,000,000 tons 
per annum), to 1,900,000. Grades of 50 feet reduce it to 
1,200,000, ete. The average load of a locomotive I have 
taken at 437 tons, which is the result thus far obtained 
on that road. * * * * * 

“The average work of the Reading, for five years, 
was 1,816,813 tons per annum, or something less than 
half its ultimate capacity; the figures are, therefore, 
due to half the capacity of any other road which may 
be under consideration, and all less quantities than 


Mr. Steele gives the following as the cost of trans- 
porting coal on roads of various grades exclusive of 
drawbacks, or of interest on capital : 


* Level roads—average net load, 48%.2 tons, 
Capacity, 4,000,000 tons. No. trains,7,149 Cost @ ton? mile,{65-100c 
% do. 2,000,000 * ™ = 4,574 * = 69-1006 
% do. 1,000,000 * . « Coy = * 15-1000 
** (frade of 22 feel per mile—net load, 233.5 lone. 
Capacity, 2,113,449 tons, No, trains, 9,149 Cost # mile @ ton, 90-100 
% do. 1,056,724 * eo 8 44 " + 92-1000 
% do. 528,362 * 6g +s a * 1 4-10Uc 
“(rade of & feet per mile—net load, 25.7 fone, 
Capacity, 1,831,951 tons, No. trains, 9,149 Cost @ ton ? mile, 92-100c 
% do. 910,975 * ‘ « ¢a « + 99-1006 
% do, 478,488 * ” a 2,207 (“* - ** 1 13-100c 
** (rade of BO feet per mile—net load, 128.8 tona, 
Capacity, 1,178,392 tons. No, trains, 9,'49 Cost @ ton # mile, 1 31-10 c 
% do. tere * « & 4,574 wo 1 42-100c 
% do. M3" “ * go * “ 1 64-100c 
** Grade of 6b feel. per mile—nel load, 119.1 tone, 
Capacity, 1,890,646 tons. No, trains, 9,149 Cost ? ton 7? mile, 138-100c 
do. 614,828 * “4g “s "4 51-100¢ 
% CO. 272,411 * ad = 2.287 * 7 * 1: 78-100c 

“The capacity referred to is for double-track roads. 

“If it were possible to pass trains so quickly in op- 
posite directions over single-track roads, their capacity 
would be half that of the double track, but, as it is, it 
has been taken at one-fourth. 

“We occasionaly see it gravely asserted that grades 
are of small importance on railroads, but we have 
been reviewing, an extended system, in which the 
capacity varies from 500,000 to 4,000,000 of tons per 
annum, and this variation is produced by grades 

“If we compare two roads, each 100 miles long, the 
one having grades of 25 feet per mile, and the other 
level, and the demands of transportation on each 
amount to 2,000,000 of tons per annum, the difference 
in favor of the level road is $600 000, or the interest on 
$10,000,000. 

“But the level road can do double the other, and that 
with the same amount of motive power, so that whilst 
the graded road is carrying its 2,600,000 of tons for 
net cost, the level road can, at the same prices, realize 
on its 4,000,000 of tons a profit of $1,200,000, or the in- 
terest on $20,000,000. 


Mr. Steele's calculations are based upon the trans- 
portation of coal, which can be carried at less rates per 
ton per mile than general merchandise; but the rela- 
tive difference of cost remains, and it is applicable to 
some considerable extent to the conveyance of pas- 
sengers. 

In the table at the top of this page is Mr. Steele's 
statement of the cost of transporting coal on the Phil- 
adelphia & Reading Railroad for five years, ending 
November 80th, 1855, including the charges due to trans- 
portation, machinery, roadway and renewal of track. 

The average cost of transporting 9,084,067 tons of 
coal was 69-100 cents per ton per mile. The average 
paying load was 487 tons to 227 tons of non-paying 
load, and, including the empty return cars, 437 tons to 
454 tons, not including weight of engines, 

Mr. Stecle’s tabular statement of the effect of various 
grades on the load of locomo ive engines of 4214 tons 
weight, including tender, fuel, etc., is as follows: 


| Gross load | Gross load Ultimate ca-| Ultimate ca- 





Grade | including | exclusive Net | pacity of a \ pacity of a 
per mile.| engine, of engine load. double track | single track 
tender and | and tender, railroad, railroad, 
cars, 
Level | 67.5 725.0 137.2 4,000,090 1,000,000 
Q2feet | 424.8 387.3 | 233.2 2,135,322 | 528,362 
25 ° 383.7 341.2 205.7 1,881 ,!51 470,488 
50 ** | 255.8 213.3 128.8 1,178,392 294.598 
55 S* || (239.8 197.3 119.1 1,089,646 = | 272.411 
7% * | 191.8 149.3 90.1 824,825 206,/ 81 
we | 153.5 111.0 67.0 612,986 153,246 
i365 ** 12749 85.4 |} 49.5 452,811 113,212 
10 «| 109.6 38 9 3 88,961 
re. ** 95.9 20.9 70,665 
200 * 85.3 21.7 56,486 
225 ‘ 16.7 19.7 45,052 
250 * 69.7 15 7 35,014 
275 * 63.9 124 28,357 
B00 59.0 fj 


9.5 86,899 21,725 


The average cash cost of single track on Western 
railroads cannot exceed $25,000 per mile, and to build 
an additional track would cost say $18,000 per mile. 
To reduce the grades one-half would not cost to exceed 
$10,000 per mile on many of the roads, and not to ex- 
ceed $18,000 on any except at a very few points. As 
grades have so great an effect on the capacity of roads 
and the cost of transportation, the true economy is to 
ncrease the capacity and reduce the cost of transpor- 





half capacity will be carried at greater cost.” 


before multiplying tracks. 


tation by reducing the’ grades as much as practicable | 
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73,046 768 90 850,233 96.115 154.68 664.4 | 237.2 


250,446 | 2,686 25 | 1,150,318 | 181.66 | 0 741 | 3322 | 1136 

50,039 527 25 263,064 26.33 | 0.148 | 664.4 | 227.2 

615,675 | 6,480 75 | 5,431,436 | 612.23 | 3.487 | 8822 | :1136 
123,135 | 1,296.15 | 1,086,287 122.45 | 0.6946 664.4 | 227.2 

The question for any road worked to full capacity is 
the economical size of engines and trains before reduc- 
ing grades or multiplying tracks. 

When the traffic is uniformly lighter in one direction 
than another the grades can be made steeper against 
that trade. 

It is very important, however, to make the prices of 
transportation with reference to securing as far as pos- 
sible an equal amount of traffic in each direction, so as 
to reduce the dead weight carried. 

EK. C. Ricw, Civil Engineer. 

St. Louis, Mo. 


AXONOMETRICAL DRAWING. 
To THE EpiTor OF THE RAILROAD GAZETTE : 

Axonometry is becoming quite an interesting theme, 
and since axonometrical drawings have begun to be 
scen here and there in this country, engineers, espec- 
ially mechanical engineers, are beginning to pay more 
attention to it. 

The purpose of this kind of drawing is to represent 
all parts of the machine or other object to be drawn 
from their several axes, which can be ascertained by 
imagining the planes in which these parts lie. 

It is known that the axonometrical projections are 
ranged in three different classes : 





1. Isometrical ; 2. Dimetrical ; 3. Trimetrical. 

For all these cases g ¢ = 1. 

The following table, which has been found by prac- 
tical experiments, gives the proportions of the most 
useful axonometrical projections : 





ga gb alpha beta Approximate, 

1 1 1 60° 60 tg (90°-alpha) tq(Q0°-beta) 
Qa 1 1-2 2° 4° 48° 35’ 1-8 78 

Cc 1 1-3 9’ 16° 36/ 1-8 17-18 

c | 1 14 3’ 45° 54’ 1-32 1-82 

d 78 1-8 23’ 65° 23’ 5-11 5-11 

e 3-4 3-4 T° 22’ %6° 22’ 1-4 1-4 
sa 9-10 1-2 84° 49’ 72° 11’ 1-11 13 

C | 28-24 1-8 87° 45’ | 69° 44 1-25 | 3-8 

c 5-6 2-3 78° 50’ 71° 47’ 1-5 1-3 


I have used all these projections and found them to 
give a good picture and at the same time to allow a close 
measurement to be taken of the drawing. The last 
case, 3c, gives the best and easiest way of constructing, 
and is always used in my practice. Should any one 
desire further information on the subject, I will give it 
willingly on application. 


E. G. GARTNER. 








AN ANTI-ROCKING ATTACHMENT FOR CARS. 


LaCrosse, Iil., May 29, 1871. 
To THe Epiror OF THE RAILROAD GAZETTE: 

While reading your valuable journal of May 6th my 
attention was attracted by an interesting article con- 
tributed by Mr. Wm. 8. Huntington, under the caption, 
“Why Do Railroad Carriages Oscillate 2” in which, 
after explaining the different causes of vertical and 
horizontal oscillation (the most aggravating of which 
is inaccuracy of gauge), and the means that had been 
| adopted to obviate the same, he closes with the infer- 
| ence that it is a necessary evil and must be endured. 
| <A perfectly accurate gauge is clearly impracticable, 

and as nothing short of this will give immunity from 

| the evil of horizontal oscillation, it seems to me we 
| must seek rather to counteract the effect than to dis- 
pense with the cause. 





Vertical and lateral movement, in a great degree, is 
| dependent on horizontal oscillation, because the inertia 
| of the sarriage vibrated by reason of the truck follow 
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ing the inequalities of the rail, or by other cause, tends 
to force the carriage further than the springs will al- 
low, causing “ end thrust” or lateral motion. 

I am of opinion that mechanical measures might be 
applied to the carriages to effectually stop the danger- 
ous horizontal oscillation, thus, in part, overcoming 
the vertical movement. Apropos: I have before me 
an invention of Mr. Jas. R. Crabill, of La Crosse—the 
“anti-rocking attachment for railroad cars.” As this 
invention has never been published, I will explain its 
construction and the principles involved. 

The device consists of a rock-shaft, strongly pivoted 
to the end part of one of the cars, to which, near its 
end, are keyed, or otherwise securely and rigidly at- 
tached, two projecting arms; the outer ends of the 
arms are slotted vertically to receive the lower ends of 
the connecting-bars ; the lower ends of the bars have 
each a curved slot formed in it to receive a pin attached 
to the slotted end of the arms ; the end of each of the 
arms is slotted transversely to receive the end of a pin 
passing through and projecting from the sides of the 
end of the said bars. This construction allows the bars 
and arms to separate automatically as the cars are un- 
coupled and run apart and at the same time allows the 
bars to have a free vertical movement. The lower ends 
of the bars, close to the ends of the arms, are jointed to 
give the said bars a free lateral movement, the bars 
and arms being thus connected by a double-jointed 
connection. The upper ends of the bars are connected 
by a double-jointed connection to the outer ends of the 
arms, the inner ends of which are rigidly and strongly 
attached to standards whose lower ends are secured to 
the frame-work of the other car. 

By this construction, when one of the cars may be 
vibrated, or rocked by a depression of a rail or other 
cause, the tendency will be resisted by the weight or 
inertia of all the other cars, so that no one of the cars 
of a train can rock without all the other cars rocking 
with it. 

The device above described is attached to the body 
of the cars and in no way interferes with the move- 
ment of the trucks, which are allowed such movement 
as the condition of the rail or gauge may communicate, 
but while permitting the trucks with their springs to 
follow the inequalities of the rail or gauge, it holds the 
body of the car upright. 

Although this invention has not, as yet, been sub- 
jected to a practical test, perhaps you may deem it of 
sufficient importance to insert the above description 
in your columns. F. B. Monica, 





Terms of the New Jersey Lease. 


By the terms of the proposed lease of the United 
Companies of New Jersey to the Pennsylvania Railroad 
Company the lessors demise all their canal and _ rail- 
roads, and property, real and personal, rolling and float- 
ing stock, etc., to the lessees fora term of 999 years 
(provided that nothing shall be taken to affect the right 
of corporate existence of the lessors), for the rent of 
$1,948,500, being equal to $10 per share, annually, on 
all the present outstanding capital stock of the lessors, 
clear of all taxes, payable quarterly on the first days of 
July, October, January and April—the first two quar- 
terly payments to be made together on the first day of 
July, 1871. 

The following is a digest of the lease : 

I. The lessee to pay the rent at all times during the 
said term, notwithstanding any future action of any of 
the corporations or their stockholders; and in order to 
secure the individual interests of each stockholder of 
the lessors, the right is given to him to prosecute such 
suits as may be necessary to recover his proportionate 
part of the rent, and to use, if necessary, the name of 
the corporations lessors for that purpose; this provi- 
sion, if desired, to be endorsed on the certificates of 
stock. 

II. The lessee to pay all taxes, transit duties and 
other charges assessed or imposed onthe lessors during 
the said term. 

{II. The lessee to defend all actions, and pay all 
amounts that may be recovered against the lessors, and 
indemnify them from all claims, ete., during the said 
term. 

IV. The lessee to maintain and operate the demised 
works at its own expense, and to keep the same in thor- 
ough repair, working order and condition, fully supplied 
with rolling and floating stock and equipment, at least 
equal to that now used, so that the traffic and business 
shall be encouraged and developed, and full public ac- 
commodation given on reasonable terms. 

V. The lessce to keep up the sinking funds of the 
lessors, and to pay all their debts and obligations as 
they shall become due. 

VI. As the several loans of the lessors shall become 
due, they are to deliver to the lessee a corresponding 
number of the bonds secured by the mortgage of April 
20th, 1871, whereby to discharge the same, any differ 
ence in value to be made up by the lessee. The differ- 
ence between the total funded indebtedness and tie 
amount authorized to be raised by the mortgage, to be 
applied only to permanent improvements on the works. 

VII. The title of all after-required property to be 





taken in the name of the lessors respectively, and such 
property to be subject to the lease. 

VIL. To aid in the development of the “ Tlarsimus 
Cove” property, the lessors, whenever the lessee shall 
have spent $400,000 in improving the same, to issue to 
the lessee 3,000 shares of their stock, and so from time 
to time until $3,000,000 shall have been so spent in such 
improvements, and 22,500 shares of stock issued. No 
other or further stock to be thereafter issued by the 
lessors. The stock so issued to bear the same rate of 
rent as the present stock, and to be paid in like manner 
clear of all taxes. 

IX. The lessee to assume all the contracts, liabilities 
and other obligations of the lessors. All rights under 
existing leases to remain in full force in the event of 
the future re-entry by the lessors. 

X. The lessee to pay $10,000 a year, to enable the 
lessors to keep up their corporate organization—the 
first half yearly payment to be made July 1, 1871; and 
to provide suitable offices in Philadelphia, Trenton and 
New York, for the accommodation of the directors and 
officers of the lessors. 

XI. Such of the property of the lessors as may not 
be necessary for the use of the works may, with their 
assent, be sold, and the proceeds applied either to the 
permanent reduction of the funded debt, or to perma- 
nent additional improvements on the works. 

XII. The accounts of the lessee to be open to the in- 
spection of the President and officials of the lessors— 
the lessees to furnish annually on or before April Ist, a 
detailed statement of the business for the previous year 
ending December 81st, and the works and premises 
themselves to be likewise open to inspection and ex- 
amination, 

XILL. In case of default (continued for ninety days) 
in paying the rent, or performing these covenants and 
agreements, the lessors to have the right to re-enter 
upon the premises, to hold as of their original estate : 
the rent to be apportioned to the time of re-entry; no 
claim for damages for breach of covenaut to be affected 
thereby. 

XIV. At the end of the term, the lessees to re-deliver 
the works and premises to the lessors. 

XV. Covenant for further assurance. 

XVI. These covenants to bind both parties, their sue- 
cessors and assigns. 

The following form of ratification is submitted to 
each of the stockholders in each of the several compa- 
nies associated in the ‘* United Companies :” 


“The undersigned, stockholders to one or more of 
the united canal and railroad companies of New Jer- 
sey, to-wit: The Delaware & Raritan Canal Company, 
the Camden & Amboy Railroad and Transportation 
Company, and the New Jersey Railroad and Transpor- 
tation Company, do hereby consent to the lease and 
contract between the said United Companies and the 
Philadelphia & Trenton Railroad Company, of the one 
part, and the Pennsylvania Raiiroad Company, of the 
other part, referred to in the following resolution of 
the directors of the said united companies, passed on 
the thirteenth day of May, 1871. 

“ Resolved, That the directors of the united compa- 
nies, viz.: The Delaware & Raritan Canal Company, 
the Camden & Amboy Railroad and Transportation 
Company, and the New Jersey Railroad and Transpor- 
tation Company, corporations of the State of New Jer- 
sey, do hereby declare that it does to them seem expe- 
dient to lease the property and franchises of the said 
united companies, and of each of them, to the Penn- 
sylvania Railroad Company on the terms and condi- 
tions set forth in the instrument of lease this day read 
to the board.” 

Date. | Witness. | Name of stockholder. 

A full abstract of the lease will be sent to each stock- 
holder, and copies of the instrument are kept for ex- 
amination by stockholders at the office of Samuel 
Welch, No. 218 South Delaware street, Philadelphia ; 
with Robert F. Stockton, in Trenton; with Alfred ML. 
Dennis, in Newark, and at the companies’ office in New 
York, No. 111 Liberty street. 

The lease requires the ratification of two-thirds of 
the stock of each of the three companies in the United 

Jompanies. The New Jersey Railroad is represented by 
62,500 shares, the Camden & Amboy by 50,000, and the 
Delaware & Raritan Canal by 49,996 shares. A nega- 
tive vote of more than one-third of the shares of any 
one of the three companies will defeat the lease, even 
though both the other companies should be unani- 
mously for it. 


Philadelphia & Reading Railroad. 








It has been kn »wn that for some months past a number 
of gentlemen connected with the Reading Railroad Com- 
pany have been buying large bodies of valuable coal 
lands in the Schuylkill and Mahanoy coal regions, and 
it has been generally supposed that these purchases 
were made in the interest of the railroad company. 
During the present session of the Legislature an act of 
incorporation was obtained, and under it these lands 
will hereafter be held. They embrace in the aggregate 
about 50,000 acres of the most valuable and productive 
coal lands in the State of Pennsylvania, including 
nearly all the large bodies formerly held by individuals 
and coal companies in the first and second coal ficlds— 
such as the Manhattan Coal Co., the Philadelphia and 
Mahanoy Coal Co., the Tremont Coal Co., the Preston 
Coal Co., the Ashland Estate, the Locustdale Estate, 
the Locust Gap Improvement Co., the Fulton Coal Co., 
MsIntyre lands, Big Mountain Improvement Co., 
Phenix Park Estate, Branchdale Estate, Gettle & 
Wagner Estate, Mount Laffee Estate, and a number of 
other smaller tracts. It is believed that, owing to the 
very depressed condition of the coal interests, result- 
ing from the repeated strikes and suspensions of the 





last two years, and the consequent inability of in- 
dividual coal-land owners to manage and control their 
own property, these lands have been bought at very 
much lower prices than they could have been obtained 
for at any previous time within the last ten years, and 
it is claimed that the average price per acre paid for 
them has been from one-third to one-fourth of what has 
been lately paid for lands of the same intrinsic 
value in the Wyoming and Lackawanna regions. 
The stock of this new coal company will be 
held by the Philadelphia & Reading Railroad 
Company, ample authority for this purpose having 
been conferred by the act of incorporation above 
referred to. The policy of controlling the owner- 
ship of the coal lands that supply the road with traflic 
has been a favorite one with the present management 
of the Reading Railroad Company. It is claimed that 
these lands alone can produce from ten to fifteen millions 
of tons of coal per annum for centuries to come, and 
when it is remembered that they are connected hy 
means of a continuous down-grade line of the very best 
character with tide-water at Philadelphia, from which 
the entire Atlantic seaboard can be supplied with fuel, 
it will be found that the Reading Railroad Company 
now occupies a position so impregnable that it’s ton 
nage can never be taken from it—as no rival lines can 
interfere with the growth of a trafic which is supplied 
by lands controlled directly by the transporting com 
pany itself. The money required for this new enter 
prise will be raised by a loan made by the Reading Rail- 
road Company. All of the branch lines of railroads 
which were owned entirely by the company have been 
lately merged into, and consolidated with, the Philadel! 
phia and Reading Railroad Company. And a new con 
solidated mortgage upon all the property and franchises 
of the latter company will be issued to secure bonds to 
the amount of $25,000,000. These bonds will all have 
forty years to run, and will be 7 per cent, currency, both 
coupon and registered; 6 per cent. gold, both coupon 
and registered, all in sums of $1,000 each; and 6 per 
cent, sterling in £200 cach ; allthe issues being free from 
taxes. Out of this issue of bonds $6,000,000 will be set 
apart to retire all the present mortgage loans of the 
company, amounting to $5,807,000, so that the new loan 
will practically be a first mortgage loan upon all the 
property of the company. ‘The following statement of 
the assets of the company has been prepared to show 
theamountof property on which the new ioun is se 
cured: 
Railroads—including main line, Lebanon Valley, North- 

ern Liberties & Penn Township Branch, Lebanon & Pine 

Grove Branch, Pine Grove & Lebanon Railroad, Lorber- 

ry Railroad, Union Kailroad, Good Spring Railroad, and 

Mahanoy & Shamokin Railroad, with their laterals and 

sidings, aggrevating 648'4miles of single-track road... 631,864,100 
Benet embracing all depots, terminal and wharf build- 
meal tants cnhbanien yropertics held in fee simple, 

and not included in the oaxs of railroads or depots.... 8,217,605 
Locomotive engines and Cars. ..........66ccee cece ee . 10,088,000 


3.808 001 


Stocks and bonds held by the company... ..........0060006 4,825,805 
Steam collieries. ...........6000 cee paeuenconennoeonsecne DSN AN 
Se Rn cnt bnds coun eseneneeanedenccaenes ‘ease eeees 580,152 
Debts due the company, cash and uncollected bille....... 4,002,088 
EN Is rns $0 00604 6 6046050590000620 060008000 0% « 1,200,529 

eT PT Ter TT eT TTT TT TTTiTe $64,800,874 


The leased lines of railroad and canal held by the 
Reading Railroad Company are also embraced in the 
mortgage, though not included in the values in the 
above statement, The Fidelity Insurance, Trust & 
Safe Deposit Company, of Philadelphia, will be the 
trustee, and the mortgage provides for a cumulative 
sinking fund, of one per cent, per annum upon the out- 
standing bonds, beginning with the year 1878. Out of 
the new loan, after setting apart the $6,000,000 to retire 
the present mortgage indebtedness of the company, 
$19,000,000 will be left for the purchase and develop- 
ment of coal lands, and the acquisition of other new 
property necessary for the increased traflic of the com 
pany. All of the property thus acquired will be added 
as a security to the new loan, so that the entire amount 
of $25,000,000 when issued will be secured by property 
worth over $80,000,000, exclusive of the value of the 
numerous leased lines of railway and canal now held by 
the company. The following table prepared from the 
yearly reports will show the gross receipts, expenses 
and net profits of the company for each of the last nine 
years : 


(roees (/ TORS Nel 





YEAS, Receipla, | Rapensea, Profits, 
ca sens saneweneethswbnes $3,911,830 $1,852,833 $2,050,407 
Gc ccs cevecvcce © 4 = #8 de eee 6,252,002 2,955,794 4,207,108 
OE cnc ccdungocseseqensnses ened 0,260,941 56,001 588 4,267,75% 
_ Sere pen eveiede eee 11,471,868 6,330,248 5,141,620 
Ende ésebddedsedtiovetvchsus 11,803,461 6,701,102; 4,512,459 
iébepeitaenr abe 9,222,088 6,266,444 2,956,254 
SEER ecvcccece secesecedcces ¢ 8,902,885 6,162,511 2,740,874 
BOED. cc crcccccccepes coc peeereee 11,275,241 6,876,313 4,305,928 
PPT r ey TTT Tree r ey 9,7.9,419 6,564,001 8,144,4¢8 

Det. oc0c0ce $51,319,625 $48,801.314 $82,518,821 


The fluctuations in the amounts of gross receipts dur 
ing the last three years were owing principally to re 
peated suspensions in the mining regions. The aver 
age profits of the company during the nine years have 
been $3,613,146.78 per annum. An association of Amer 
ican and English bankers have purchased from the 
company all of the new loan that will be negotiated 
during the present year, and it is presumed will soon 
offer it to the public in this country and in Europe.— 
Philaddph a Ledger, May 22. 








—The Trenton Gazette says it has been assured by the 
highest authority that the rates of freight and passenger 
traffic across and in the State of New Jersey will be 
materially reduced soon after the consummation of the 
lease of the railroads to the Pennsylvania Central. 

—The Lochiel Iron Works will be offered for sale at 
auction, at Harrisburg, Pa., on the 21st of June. The 
sale will include the grounds, nearly 45 acres, the large 
rolling mill, machine and blacksmith shops and machin 
ery, and all the buildings of the company 
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Eisditorial Announcements. 


O wrrespondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvernents will be gratefully received. We make 
it our business to inform the public concerning the progress of 
new lines, and are always glad t) receive news of them, 

Inventions.— Those who wish to make their inventions known to 
railroad men can have them fully described in the RAILROAD 
Gazerre, if not previously published, FREE OF CHARGE. 
They are invited to send us drawings or models and specifica- 
tions. When engravings are necessary the inventor is expected 
tw furnish his own engravings or to pay for them. 

Engineering and Mechanics.—Communications and corre- 
spondence relating to these subjects should be directed to M. N. 
Forney, No. 72 Broadway, New York. Subsvriptions and 
advertisements will be received at the New York office, and any 
other business transacted with those to whom that office is 
most eonventent. 

Articles.—We desire articles relating to railroads, and, tf 
acceptable, will pay liberally for them, Articles concerning 
railroad management, engineering, rolling stock and machinery, 
by men practically acquainted with these subjects, are especially 
desired. 

{a7" Our Prospectus and Business Notices will be found 
on the leat page. 





THE ST. CHARLES BRIDCE. 


The new bridge over the Missouri River at St. 
Charles, 21 miles from St. Louis, is completed, and its 
formal test on Monday of this week was witnessed by 
alarge gathering of engineers, railroad officers and 
others. The work is one of extraordinary interest, 
both as a difficult and remarkuble engineering achieve- 
ment, and as affording to St. Louis a more perfect means 
of communication with Northern Missouri and the 
States adjoining. Ever since the North Missouri Rail- 
road was built, and more particularly since its exten- 
sion to Kansas City, and the building of the Iowa lines, 
it has been evident that the Missouri River must be 
bridged in order to compete successfully with rival lines 
and rival cities ; and while the opposition of those who 
believed its construction would prove a hindrance to 
the river traffic, and lack of faith in the financial suc- 
cess of the enterprise, delayed the commencement of 
the work for many years, its completion was still more 
retarded by the engineering difficulties offered by the 
changing bed and varying currents of the great stream, 
which, according to Captain Eads, ‘‘ apparently sets at 
‘naught the most approved theories, and overrides the 
“most scientifically devised schemes for its conquest.” 
In the year 1866 the North Missouri Railroad Com- 
pany advertised for prize plans for the best bridge 
adapted to the situation, and from those presented 
one was selected which provided for resting a wooden 
Bollman truss on stone piers. The plan seemed perfect, 
and it was approved, adopted and—abandoned. In 
1865 Mr. C. Shaler Smith (now President and Chief 
Engineer of the Baltimore Bridge Company) was ap- 
pointed Chief Engineer of the St. Charles Bridge, and 
his plans, submitted after having made an elaborate 
series of experiments on the currents of the river, 
were accepted, and at last the work was begun, Septem- 
ber 14, 1868. 

The first two piers on the St. Charles side were 
erected without serious difficulty, the first being ninety- 
six feet from the top of the masonry to the solid rock, 
and the second one, standing where the thrust from the 
ice might be expected to be particularly severe, was 
sunk and wedged six feet in the solid rock. 

The construction of the next—the third—pier was in- 
volved in difficulty. A caisson was brought into requi- 





sition. After passing downward through the sand, a 
layer of boulders was reached which was thought to 
be the solid rock. Preparations were made to com- 
mence a foundation, when experiments proved that it 
was a loose stratum, and unfit for permanent work. 
The removal of this obstruction proved a difficult task, 
but it was finally accomplished. When all was ready 
the second time to commence the foundation the flood 
of July, 1869, came and crushed in the side of the 
caisson. A mass of drift struck it ai.d the side gave 
way. This accident delayed the foundation of this pier 
nine months, and was one of those annoying incidents 
against which no ordinary forethought could provide. 
The pier was finally completed. Its height is 105%, feet. 

In the construction of the pier numbered eight, 
which stands nearest the south bank, considerable 
progress was made in the winter of 1868-69. In the 
spring the river took a new freak and cut away 1,435 
feet from the north bank, above the bridge, making a 
tremendous bend, which threw the currrent upon the 
base of this pier. The danger was imminent, 
and the engineer in charge immediately gathered his 
forces and, at great cost and with considerable difficul- 
ty, threw out a dike fromthe south side, by which the di- 
rection of the current wasdiverted. This dike was con- 
tinued in a generally semi-circular form so as to enclose 
piers 6, 7 and 8, and confine the channel of the river to 
passing under three spans of the bridge. The three piers 
enclosed in the dike are all of the same class, resting on 
a pile and concrete foundation, the concrete enclosed in 
a circle of guard piles extending thirty feet below the 
river bottom to the solid rock. 

Pier uumber 4 was sunk in a bottomless wooden 
caisson, loaded with about one thousand tons of stone, 
and was let down by dredging through successive lay- 
ers of sand, boulders and drift, until rock was reached 
at a depth of 54 feet below low water mark. 

The last pier constructed (No. 5) was sunk by pneu- 
matic pressure, and was the most difficult and expen- 
sive work of the substructure. A deposit of sand at 
the pier side rendered it necessary to scour to a sufiic- 
ient depth to float the pontoons by means of powerful 
jets of water. The resistance of friction by the sand 
in sinking the caisson was unexpectedly great, requir- 
ing a pressure of from six to seven hundred pounds to 
the square foot to keep it in motion. This is the high- 
est pier of all, being one hundred and forty-five feet from 
the rock to the top of the masonry. 


While work on the pier was still in progress arrange- 
ments for putting on the superstructure were complet- 
ed, and the building of the approaches, requiring nearly 
4,400 feet of trestle work, was commenced. These ap- 
proaches are, from both directions, on curves, and for 
their support forty iron trestles on each side of the 
river were based on masonry, and for some distance fill- 
ed in with earth. 

Contracts for the cast iron work on the bridge and 
approaches were let to Messrs. J. B. Allen & Co., of St. 
Louis; the Keystone Bridge Company and the Phenix 
Iron Company each furnished one-half the rolled and 
shape wrought iron; the Keystone Company furnished 
the rolled wrought iron ; and the forged wrought iron 
was all supplied by the Norway Works, at Wheeling. 

The seven iron spans of the bridge proper, exclusive 
of the approaches, extend over a distance of nearly 
2,180 feet. The lengths of the spans, in order, com- 
mencing at the St. Charles end, are 305, 31744, 317%, 
82125, 80644, 30644, and 305 feet. The first span 
and the last three spans are of the form known as the 
Fink Suspension Truss, the track resting on the deck of 
the bridge. The three spans over the main channel are 
through spans, and each may be described as a double 
triangular or trellis girder truss. The top of these 
through spans stands thirty-seven feet above the top of 
the masonry, and there is a clear space of eighty feet 
between the iroa work and ordinary water mark. The 
iron work in each of the deck spans weighs about 344 
tons, and in each of the through spans about 390 tons. 





Each piece of iron in the bridge has been tested to 
ten tons to the square inch, while the greatest strain 
that can be brought to bear in the bridge cannot ex- 
| ceed six tons. The entire bridge is constructed to sus- 
| tain a weight of twenty thousand tons, while the great- 
| est weight that can be put upon it is twelve thousand 


| 
| tons. 


The main spans are, we believe, the longest now ex- 
isting on this continent, with the exception of the Louis- 
ville Bridge, which has twenty-seven spans, one 400 
| feet ; the rest being each less than 300 feet. The long- 
| est spans in the Steubenville and Parkersburg bridges 
| are each 300 feet. The Illinois & St. Louis Bridge, 
when completed, will have three of the longest spans 
in the world, each about 550 fect. 

The following statistics of the work will give some 


Extreme length of bridge and iron trestle work, feet ..... 6,570 
Extreme length of bridge proper, fect.................... 2,178% 
I, SE cnescchccess copicecnsescecesed ves 000 
Ce ened cannes . ne pucndkndepeonsbnens 000 
CEE UI I, cas cccdacccaccdeccscess ereaenec 108,000 
ee CI, OU, saci cade nicbidcsoscesecesae tbe 8,686,000 
I 5s cas tbe ccerbiareces. caecees pad 4,404,0:.0 
NCGS c doses sbniond ocd 6 Se vebbesseseeeteenee 2,769,000 
Iron in caissons, pounds....... EN TEL ee See 517,000 
Masonry in bridge proper, yards..................-eeeee ee 12,000 
Masonry in shore approaches, yards.... .................. 000 
Rip-rap in pile foundations, yards................seseeeeee 35,000 


Distance above high water of 1844, feet.................... 51 


Distance above low water, feet...  ..........c00-eseeeeeces 99 
Distance above ordinary water, feet............ 0 ....4.. 80 
Area of premises occupied on St. Charles shore, acres.... 16 
Average number of men employed.....................++ 

Largest nnmber of steam engines employed at one time.. 22 
ee TO IEE DI 5s nin tnt v5.0 460 co oi0b co untnnp egies q 


The completion of this bridge is one of the great 
works of the year. A very important work in the 
railroad connections it affords, and a particularly val- 
uable one to the engineering profession in the 
difficulties which have been met and overcome 
by devices and methods entirely new. It is 
almost without a precedent, a monumental work that 
will probably prove a paying investment to its stock- 
holders. Already one million seven hundred and fifty 
thousand dollars have been expended and an outlay of 
sixty-five thousand dollars more will be required before 
the bridge can be considered complete. The annua 
rental paid by the North Missouri Company is fixed at 
$150,000. 

The value of the work to St. Louis cannot easily be 
overestimated. So long as the Missouri remained un 
bridged, that city was so cut off from all the populous 
and fertile country north of the Missouri River that it 
could conduct business with it only ata disadvantage. 
Chicago long ago found the transfer by ferry across 
the Mississippi at a distance of 150 and 200 miles an 
unendurable obstacle to traffic, and there are now no 
less than six bridges spanning that stream within 200 
miles of latitude, from Dubuque to Quincy. The Mis- 
souri has been to St. Louis similar to what a stream 
would be to Chicago which should cut off all the lines 
of the Chicago & Northwestern within twenty miles of 
the city. The St. Charles Bridge insures quicker and 
more certain transportation between St. Louis and 
Kansas City, Omaha, all the country on the Union and 
Central Pacific roads, St. Paul, Duluth, and the inter- 
mediate country. That is, it improves the connections 
of St. Louis with one half of the territory and more than 
one-half of the population with which that city has 
dealings. The North Missouri is the railroad which 
gains most by this improvement, as it is for the present 
the only railroad with a terminus in St. Louis which 
has lines north of the Missouri; but all railroads in 
North Missouri and further north which have any con- 
siderable traffic from or for St. Louis will be benefited 
by the St. Charles Bridge. 

We purpose in a few weeks giving full illustrations 
of the work and a more minute account of its engineer- 
ing features. 


MASCULINE RIGHTS AND FEMININE WRONGS. 


The New York Sun gives the following account of, 
and comment on, an “ unpleasantness” which occurred 
in Indiana : 

“On some Western Railroads they have what are 
called lacies’ cars, to which no male passengers are sup- 
posed to be admitted unless accompanied by ladies. 
This is an agreeable arrangement for ladies and their 
escorts ; but as it frequently happens that the only 
other cars provided are exceedingly filthy and unpleas- 
ant, it is not always so satisfactory to gentlemen who 
are traveling alone. On the Louisville, New Albany & 
Chicago Railroad, last February, a Mr. Kimball had 
taken a seat in one of these ladies’ cars, and, after ac- 
complishing a part of his journey, was ordered by the 
brakemap to move into another car. Declining to do 
80, he was grasped and held by the conductor while the 
brakeman and another man beat him severely. For this 
the railroad company, by the verdict of the Indiana 
jury, have been compelled to pay the sum of twenty- 
seven hundred and fifty dollars; and it serves them 
right.” 

It is quite possible that this decision of the court 
may abolish the practice of running what are called 
‘ladies’ cars” on the roads in Indiana; but although 
old bachelors generally may rejoice thereat, yet it is 
not plain that such discrimination is altogether unwise. 
So long as the “ abomination of expectoration” is per- 
mitted, it seems desirable that there should be separate 
cars for the wearers of long skirts. None of us like to 
see our wives or daughters c »mpelled to travel for hours 
in the society of men whose habits and conversation 
are offensive. The deference and respect which, we 
are happy to say, is almost universally shown in this 
country to women, makes it comparatively easy to carry 
into effect a rule for the division of travelers into two 
classes, one composed exclusively of males, the other 
of females and that portion of the sterner sex who are 
under feminine influence and control. The adoption of 
this rule is, in fact, a recognition of the restraint which 
the gentler sex imposes on the ruder masculine portion 
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nies always feel sure that passengers will conduct them- 
selves with more decorum in the presence of ladies than 
they will whenalone. Whileall this is true, and probably 
such a classification is better than none, yet there often is 
very great injustice in compelling a gentleman to occupy 
cars filled with ribald men, whose conversation and 
habits are very offensive. The erronous idea with regard 
to universal equality which prevails so generally in this 
country makes’it exceedingly difficult to enforce regula- 
tions which imply that any persons are in any way su- 
perior to others, even though it be to say simply that 
those who never wash themselves shall not sit in the 
same seat with those who do. There are people who 
value cleanliness, and to whom obscenity and profanity 
are extremely offensive, and are so at all times ; and it 
is obvious injustice to compel them to submit to the an- 
noyances to which they are subjected if excluded from 
the cars which are clean, and expelled to those which 
are not. Cleanliness is a luxury which costs money: 
To keep the upholstery and the floors clean is a con- 
stant expense to railroad companies. Some travelers 
value this, while others do not. It would, therefore, be 
entirely fair to permit those who do value it enough to 
pay for itto enjoy it. Practically, experienced travel- 
ers have learned that few brakesmen will resist a small 
fee, and that by paying it, a gentleman can be admitted 
into the exclusive precincts of a ladies’ car. A prac- 
tice of this kind is, of course, evil, as all forms of bribe- 
ry are. It is plain, however, that persons who do not 
care for cleanliness or decency would not pay for the 
luxury. The best cars are nearly always more expen- 
sive, both in original cost and for maintenance, than 
those not set apart for ladies, and therefore the 
companies should be paid for keeping them in good 
condition. It is to be presumed that the present rate 
of charges sufficiently compensate railroad companies 
for keeping up the equipment which they run. It 
would, therefore, be unjust to the public to increase 
their rates of fare ; but it would be entirely just to ex- 
act a larger proportion of the present charges for the 
better accommodations, and a smaller proportion for 
those which are less expensive ; or, in other words, to 
recognize What must be done sooner or later, that there 
are two classes of travelers ; and charge the one more, 
and the other less, than they pay now. This would be 
an advantage to both, and no injustice to either, and 
would obviate the evil to which all gentlemen who 
travel alone are subjected—that of expulsion to dismal 
cars appropriated to “ single gentlemen. ” 








A Rival of the Central Pacific. 


There have been of late several reports that a combi- 
nation has been made between the Pennsylvania Rail- 
road Company and the California Pacific Railroad 
Company, for the purpose of connecting the Union Pa- 
cific at Ogden with San Francisco by a route independ- 
ent of the Central Pacific. There has been no confirma- 
tion of these reports, and they have seemed quite im- 
probable, if not incredible, but the California papers 
have expressed some confidence in the truth of the re- 
port, and have gone so far as to describe the route, and 
this it will be interesting to consider. 

The California Pacific is not very well known away 
from the Pacific coast. It was the first line to connect 
San Francisco with Sacramento, and is now the short- 
est. It extends from Vallejo, at the northern end of 
San Francisco Bay, twenty-three miles from San Fran- 
cisco, northeast sixty miles to Sacramento. From Da- 
viesville, within twelve miles of Sacramento, it has a 
branch extending north by east forty-two miles to 
Marysville. From Marysville there is a road known as 
the Northern California, extending northward up the 
Feather River twenty-six miles, to Oroville. The line 
from Vallejo to Oroville, 116 miles, lies in the proposed 
new route to Ogden. It is to be extended, so reports say, 
in the same general direction (east of north) to the 
northeast corner of California, passing west of Beck- 
wourth Pass, along the southeast side of Goose Lake, 
thence to the Christmas lakes in the State of Oregon, 
whence the line would turn more directly eastward, 
crossing the southeast corner of Oregon, and reaching 
the Snake River, in Idaho, the course of which it 
would follow eastward to a point about 50 miles north 
of Great Salt Lake, where it would turn southeastward 
and to the Union Pacific. 

Such a line would gradually diverge from the Cen- 
tral Pacific at Daviesville, where it is but 12 miles dis- 
tant, to Goose Lake, 125 miles distant ; thence forabout 
300 miles it would be everywhere as much as 100 miles 
north of the Central Pacific, after which, for 75 or 100 
miles, they would gradually approach each other, and 
afterward come together very rapidly. 

A San Francisco paper says that the proposed line 
would be about 1,000 miles long, and only 100 miles 
longer than the Central Pacific. Asit extends 125 miles 





further north than the Central Pacific, and has to return 
an equal distance southward to meet the Union Pacific, 
it is plain that the line must be much straighter than 
that of the Central Pacific if the difference is no greater 
than 100 miles. 

It is not easy to discover any adequate inducement 
for the construction of such a railroad. It is true that 
the parallel route, the Central Pacific, is a fairly pro- 
ductive property, but the Government paid a large 
share of the cost of this road, and it has al the through 
traffic. Even should such an arrangement be made 
with the Union Pacific as should insure the proposed 
line nearly all the through business from Omaha, still 
the route would be long, and there would probably be 
by that time two other Pacific railroads. 

A more reasonable scheme would seem to be the con- 
nection of San Francisco with the Northern Pacific 
Railroad at some point in Idaho, which could be effect- 
ed by a line identical with that described as far as 
Goose Lake and the Christmas lakes, whence it would 
continue in the same general northern direction to the 
Snake River, and down instead of up that river to the 
junction. Such a road would connect San Francisco 
with the mining regions of Idaho and Montana, and it 
would give the Northern Pacific a connection with Cal- 
ifornia and San Francisco, where, in spite of isothermal 
lines and the great harbors of Puget Sound and the 
Columbia River, the great bulk of the population of 
the Pacific coast is living. 











Burlington to Kansas City. 


A correspondent suggests that there is a good route 
for a railroad from Burlington, Iowa, to Kansas City, and 
that such a road would make a shorter line from Chi- 
cago to Kansas City than any now existing, and would 
pass through a very fertile country. 

An air-line from Burlington to Kansas City is just 
about 220 miles long, and passes through a fertile and 
quite populous country, at a sufficient distance from 
other railroads, completed or in progress, to command 
a fine local traffic—for much of the way for 15 or 20 
miles on each side. As the distance from Chicago to 
Burlington is 207 miles, if we add ten per cent. to the 
length of the air-line from Burlington to Kansas 
City to make the estimated length of a practicable rail- 
road route, we will have 449 miles as the 
distance from Chicago to Kansas City by the 
proposed line, which is just 40 miles less than by way 
of Quincy. The value of the line, however, will de- 
pend on its command of local traffic ; for by next fall 
there will be three short lines from Chicago to Kansas 
—as many as between Chicago and New York, with of 
course, only a fraction of the through traffic. The 
prospect of constructing such a road, probably, de- 
pends greatly on the policy of the Hannibal & St. 
Joseph Company. If it should break its alliance with 
the Joy roads (as is not impossible), very probably a 
line would be opened between Burlington and Kansas 
City in a few months. But here again the route 
would depend chiefly upon the prospect for local 
traffic. If the air line would be profitable without 
through traffic, it might be preferred, but if 
the through business, and especially if speedy 
completion were desired, these objects could be 
attained more easily by constructing a branch of the 
Burlington & Southwestern from Unionville, or some 
other point further west. When the Burlington & 
Southwestern is opened to a junction with the Kansas 
City, St. Joseph & Council Bluffs road, a new route 
from Chicago to Kansas City, only about 500 miles long, 
will be obtained without the construction of any Kan- 
sas City branch, and will be in the Joy interest, we be- 
lieve. However, a new Burlington & Kansas City line 
is much more plausible and promising than scores of 
lines now actually in progress. It would be in the nat- 
ural route of commerce, would have good through con- 
nections, and, if well located, would command a good 
local traffic. 








Improvement of the Kankakee and lroquois Rivers. 


A corporation under the name of the Kankakee 
Company, of which Governor William Claflin, of Mass- 
achusetts, is President, and H. O. Alden, of Belfast, 


Me., E. P. Carpenter, of Wilmington, IIL, Joel H. | 


Hills, of Boston, and Richard P. Morgan, Jr., of Bloom- 








nine miles below Wilmington. About five miles above 
the town of Kankakee it receives the Iroquois, which 
flows west by south nearly parallel with and about 
twenty-five mile south of the Kankakee to a point in 
Iroquois Counyy twenty-two miles nearly due south of 
Kankakee, whence its course is nearly due {(northward. 

It is proposed to create slack-water navigation on 
these streams by the construction of suitable dams and 
locks. It is said that by the expenditure of not more 
than one million dollars, a depth of water of five feet 
at the lowest stages may be had on one hundred and sev- 
enty miles of these streams, one hundred miles of which 
will be in Illinois and seventy in Indiana. In the upper 
part of the courses of these streams, in Indiana, they 
pass through great forests of valuable hard-wood tim- 
ber, such as is used in the manufacture of agricultural 
and other machinery, furniture, etc., and close to inex- 
haustible deposits of bog iron ore, which is very 
cheaply removed—it cannot be said to be “ mined.” At 
the lower end of the route are the great coal mines of 
Wilmington. Thus the channels rendered navigable 
are likely to have a traffic which does not now exist, in 
carrying coal eastward, for local supply, and ore west- 
ward, for smelting at the coal mines. The 
improved navigation will connect with the Illi- 
nois & Michigan Canal at the mouth of the Kan- 
kakee, so that Lake Superior ore, to be mixed with 
bog iron ore, may be obtained by a water route and 
only one transfer—from the lake vessels to the canal 
boats at Chicago. 

But it is not simply by the supplying of cheap trans- 
portation between ores and material and fuel that the 
Kankakee company hopes to establish manufactures 
along the lower Kankakee. It claims that it will ob- 
tain from its dams a water power exceeding that of the 
Merrimac, the Saco, or any other New England stream, 
and that the available water power at Wilmington will 
exceed that of Lowell, Mass. 

Thus, with cheap and abundant water power and 
coal, and easy access to iron ore and timber, Wilming- 
ton and its vicinity would have advantages for manu- 
facturing rarely equaled. It would have the further 
advantage of water routes and railroad routes for the 
distribution of its heavy and light manufactures, 








The Chicago mn Michigan Lake Shore Railroad. 





Chicago has always had close relations with the east 
ern shore of Lake Michigan. Most of the products of 
that section—chiefly lumber, but including a large part 
of our supply of summer fruits—find their market in 
this city, and our merchants sell the lumber towns the 
largest part of their tools, machinery, supplies and 
merchandise. The communication in summer has been 
cheap and frequent to the more important towns, there 
being, besides the great flvet of sail vessels engaged in 
carrying lumber, a number of steamers plying between 
this port and St. Joseph, Grand Haven, Muskegon, etc. 
But as the population on this shore has increased, and 
the towns grown in number and importance, the neces- 
sity of quicker and more frequent communication with 
their great market has become more and more evident 
with every year, and especially with every winter 
when most of these towns had only the com- 
munication with the rest of the world which 
could be maintained by sleighs. The growth of the 
country meanwhile promised to continue and to be 
permanent. Districts heretofore utilized only by lum- 
bermen have been attracting farmers in great numbers, 
who find in many places not only a fertile soil, but a 
peculiarly genial climate and the capacity for the pro- 
duction of many fruits which do not prosper at all or 
but poorly, on the opposite shore, for which there is a 
demand throughout a large part of the prairie States. 

So there was, in spite of the competition of the ves- 
sels on the lake, a promising field for the Chicago & 
Michigan Lake Shore Railroad, which this week has been 
completed from New Buffalo, its junction with the 
Michigan Central 66 miles from Chicago, down the 
eastern shore of Lake Michigan to Whitehall, a 
distance of 139 miles. The road has been open some 
months from New Buffalo through St. Joseph 
to the junction with the Kalamazoo & South 
Haven line, 61 miles, and from Whitehall south- 
ward 82 miles, through Muskegon to Nunica, 
the junction with the Detroit and Milwaukee road. 


ington, Ill., the other directors, has been incorporated The 46 miles between the South Haven Junction and 


in Illinois for the purpose of creating navigation and 
water power on the Kankakee and Iroquois rivers. 
The work is now under contract to the well known 
firm of Willis, Phelps & Co., of Springfield, Mass., and 
is partly completed for ten miles above and below Wil- 
mington. 

The Kankakee River has its source some distance 
northwest of Plymouth, Ind., and flows thence west- 
erly, uniting with the Des Plaines to form the Illinois, 





Nunica have been constructed this season and complet- 
ed this week, and in a few days we may expect to have 
trains running daily between Chicago and Whitehall, 
stopping at St. Joseph, Saugatuck, Holland, Nunica and 
Muskegon. 

The road is to be extended northward from White 
hall through Pentwater and Pere Marquette to Man 
istee, when it will have stations at all the great lumber 
ports of Lake Michigan. 
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From New Buffalo to St. Joseph the road keeps close 
along the lakeshore. ‘Thence northward it is distant 
from it from four to ten miles, generally passing near 
the head of the small lakes and estuaries which form 
the harbors of Lake Michigan, and on which the towns 
are built, At Holland it crosses a railroad from Alle- 
gan via Holland and Grand Haven to Muskegon, known 
as the Michigan Lake Shore Railroad, and thence to 
Muskegon, 20 miles, the two roads are but a few miles 
apart. The latter takes its traflic to the Kalamazoo 
Division of the Lake Shore & Michigan Southern, but 
will, we believe, eventually form a part of the road 
from Allegan through Battle Creek and Coldwater to 
Mansfield, O., and will be worked rather for eastern 
than for western business. The Chicago & Michigan 
Lake Shore, with its trains running through to Chicago, 
on the shortest possible line, will be likely to command 
most of the Chicago business which does not go by 
lake, 











The Huntington Track Gauge. 


The track gauge described and illustrated on the first 
page of this number of the Gazertn, as should have 
been stated in the article itself, is entirely the inven- 
tion of Mr. Wm. 8. Huntington, of Byron, Michigan, 
whose lurge experience in tracklaying, and many in- 
teresting papers in the RatLnoap Gazerre, have caused 
him to be well and favorably known to railroad men 
generally. 





Erratum. 





In an article entitled “Why do Railroad Carriages 
Oscillate,” on page 61 of the present volume of the 
RarLroap Gazerre (in the number for May 6) in the 
fifth line from the title the writer is made to say “It is 
“possible that the size of cylindrical wheels would 
“ remedy the evil to a limited extent.” For “ size” read 
“use,” and thus make sense of non-sense. 





Housatonic Railroad Report. 


The Tlousatonic Railroad extends from Bridgeport, 
Conn., (59 miles east of New York, on the New York & 
New Haven Railroad) nearly due north across Western 
Connecticut to the Massachusetts line, a distance of 74 
miles. It operates under a lease the Berkshire Railroad, 
which extends across the southwest corner of Massa- 
chusetts from the Connecticut line northward to West 
Stockbridge, 21! miles; the West Stockbridge Rail- 
road, 2%; miles long, which extends the latter road 
westward to the New York line; and the Stockbridge 
& Pittsfield Railroad, from Van Deusenville, 87 miles 
north of Bridgeport, east and north to Pittsfield, 22 
miles, where a junction with the Boston & Albany road 
isformed. Thus the total length of road operated is 
nearly 120 miles. It is operated as a main line from 
Bridgeport to Pittsfield, 110 miles, with a branch from 
Van Deusenville to West Stockbridge and the New 
York line. ; 

The receipts from operations of this road for the 
years ending December 81, 1869 and 1870, were as fol- 
lows : 








1869, 1870. 
Pea THO «oc cgpecdianyes urceceeweennna $420,053 14 $454,610 70 
OF OORGEB 5 on503 n20secersewenasncennne 27,879 36 208,304 10 
CORED 5.5 Kacctiguhendincedibdarcepihs aes 7,186 00 10,927 10 
wo RINIINID 0.3 's.05%, pagheh<tbhemnnaiaeeell 8,980 63 10,000 00 
70 [UBB Fo eds a thsdeccccbuhameiveccebecde 1,127 & 1,826 52 
PO 0.5.05 nina stein vemeibeda 1,752 86 1,602 41 
ae | tA ere irre eae So: 41,162 75 68,938 82 
%,, Geet bau tidddsd ic tiavedivesscatal 50,096 00 11,388 00 
SOND oes. vad shdbacoevens couse 1,669 40S... 
DOA vce teghicondten ncvdeiendeiasakiaeste $743,807 04 $752,007 55 

EXPENSES. 

Mepalew ef Toad. ee  eebcenccece en $188,445 85 $240,402 07 
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ot WM vrass tebaxvineetpeatenentes ie 61,147 3279, 189 99 
“6 PRURAIM, 05 bi a ce Ns adele setE 13,631 38 —- 80,642 46 
“6 nia cnakist-es cite aemelee eine ee 4,820 10 4,989 63 
“ MENERGs ch cat catacecnmueeecdeepaiae 4,481 86 6,118 48 
Wied 208 Ciioiskccccendtensinwmbdiddesniide 62,495 22 60,982 50 
Oil, tallow and waste...........ccceccece. coe 7,066 25 56,137 238 
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UGNENS CRDNDODN, «0 oinssh:s basses screamaiinest hed 69,115 86 72,536 56 
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Contingent expenses........... secccsesceses 525 49 1,376 ‘70 
General Cxpenses..........cccccccees 8,492 73 13.866 56 
NOD ive cdiiescsdbnte cievececdosdtbns bes 16,688 29 56,46 25 
POs 63-5005 nh cccnansnaieewnsntet 810 31 434 03 
ti SR ER ey Ee MR le 6,113 77 = 10,570 92 
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MOON < ssa ntasbaangneecastasansenesteeuoel 533.463 97 $605,072 60 
RAIMA. <ncovickb bike bins chisinndacdeichcsnwekl 10,313 97 $14°,024 95 


There were further expenditures of $109,205.85 for 
taxes, rentals, coupon interest, etc., so that the net gain 
after deducting all expenses was but $37,819.10. The 
surplus of last year, $153,257.43, added to this, enabled 
the company to pay semi-annual dividends of 4 per 
cent. on the preferred stock. 

There is $820,000 of common stock, $1,180,000 of pre- 
ferred stock, and a bonded debt of $341,000 








—The Kansas Supreme Court has sustained the 
validity of the omen | bonds for railroad purposes, 
holding their issue to have been constitutional. Judge 
Brewer, one of the three justices, dissents. ; 





General “Railroad Blews. 


CHICAGO RAILROAD NEWS. 


Michigan Central. 

On Thursday of this week the company commenced 
operating their eleven and one-half miles of road from 
Niles to South Bend, which has been lately completed 
Three trains each way will run daily over the road. 
The only intermediate stations are Bertrand, 54 miles 
south of Niles, and St. Mary’s, very near South Bend, 
where the University of Notre Dame and St. Mary’s 
Academy are situated. 

The arrangement, referred to in these columns last 
week, by which the Indianapolis, Peru & Chicago 
Company will send its Chicago business over the 
Michigan Central from Michigan City, has been con- 
summated, and its passenger trains now connect with 
the New York express arriving here at 7:05 p. m., and 
leaving here at 9:00a.m. Through sleeping cars be- 
tween this city and Indianapolis will soon be put on 
this route. The arrangement made by the Michigan 
Central Company is to let the Indianapolis Company 
in upon their grounds at Michigan City and do their 
Chicago business for & compensation, 

The erection of the new shops at Jackson will be 
commenced at once. The engine house will be 54 feet 
wide and of sufficient length to hold 52 locomotives, 

It is reported that the company has filed a claim 
with the Commissioner of Internal Revenue for re- 
funding the stock dividend tax collected on capital 
representing permanent improvements of the road. It 
is contended that the government has no right under 
the law to compel the payment of such: tax. 





Illinois Central, 

The annual meeting of shareholders was held in New 
York City on Wednesday of this week (the 81st ult.) 
and five new directors were elected : Messrs. J. Pierpont 
Morgan and Louis Von Hoffman, of New York, and 
John Newell, of Chicago, to serve until May, 1875; 
Lucien Tilton, of Chicago, to serve until May, 1873, and 
William H. Gebhard, of New York, until May, 1874. 

The first three of these directors supply the places 
of Messrs. Kk. Daniel Wolterbeck, Cunninghame Borth- 
wick and HH. tl. Hunnewell, whose terms expired by 
limitation. Mr. Tilton takes the place of Henry 
Chauncey, resigned, and Mr. Gebhard fills the vacancy 
occasioned by the death of Thomas EK. Walker. 

The board of directors now consists of: John M. 
Palmer, Governor, ex officio. 

Abram §. Hewitt, William Tracy and W. IT. Osborn, 
until May, 1872. 

John M. Douglas, George Bliss and Lucien Tilton 
until May, 1873. 

William H. Gebhard, Wilson G, Hunt and Jonathan 
Sturges, until May, 1874. 

J. Pierpont Morgan, Louis Von Ioffman and John 
Newell, until May, 1875. 

The officers, re-elected, are ; John Newell, Chicago, 
President; William Hl. Osborn, New York, Vice-Presi- 
dent ; L. A. Catlin, New York, Secretary ; and William 
K. Ackerman, Chicago, Treasurer. 


Base Ball. 

The many railroad ofticers of the city, who last sea- 
son devoted some precious moments to this pastime, 
were summoned to meet again this week, ‘The exploits 
of the “ Fearfuls” and “ Wonderfuls,” last year, are to 
be repeated. 

Chicago, Danville & Vincennes, 

Mr. Alexander Taylor, who has the contract for grad- 
ing this road, thinks he will have the grading ready to 
lay the iron as far south as Milford—about 8 miles 
south of the Toledo, Wabash & Western crossing—in 
about three weeks. He also expects to reach Rossville 
—20 miles north of Danville—by the 4th of July. 


Chicago & Northwestern, 

The annual stockholders’ meeting was held at the 
company’s offices in this city on Thursday of this 
week (the 1st inst.) and the following Directors were 
elected to take the places of the five who retire this 
ear under the new classification: Messrs. John F., 
racy, A. B. Baylis, David Dows, Geo. L. Dunlap and 
Francis H. Tows. These are all re-elections, with the 
exception of Messrs. Dows and Tows, both of whom 
are members of the Rock Island Directory. Messrs. 
H. H. Baxter and H. R. Pierson retire. 

The board now stands: G. 8. Scott, H. Kennedy, of 
New York; L. Ten Have, Frzan., Amsterdam; W. L. 
Scott, M. Courtright, Erie, Pa.; John B. Turner [de- 
ceased] Chicago, until June 1872. 

J.M. Burke, A. G. Dulman, M. L. Sykes, C. R. Mar- 
vin, New York; RK P. Flower, Watertown, N. Y.; I. 
H. Porter, Chicago, until June, 1873. 

John F. Tracy, Chicago; A. B. Baylis, David 
Dows, New York; Geo, L. Dunlap, Chicago, and 
Francis H. Tows, New York, until June, 1874. Eight 
of these are members of the Rock Island directory. 


OLD AND NEW ROADS. 


Queen Anne’s & Kent, 

The Maryland Republican says that Capt. Robert Ir- 
win, Sons & Co., who are the contractors for building 
the Queen Anne’s & Kent County Railroad, a distance 
of twenty-six miles from Massey’s Cross Roads south- 
west to Centerville, have nearly completed their work. 
The road is now all graded, and some twenty-two miles 
of track laid, with cars running regularly on it. They 
expect to finish the work about the middle of June, af- 
ter which efforts will probably be made looking to an 
extension of it six miles farther to tide-water at Queens- 
town. 


Cincinnati & Springfield. 


The contract for the earthwork for the section of this 
road between Cincinnati and Middletown was let to 





Snell, Denton & Co. (not Grill, Taylor & Co., as the 





telegraph had it last week). Mr. Snell of this firm, is 
Col. Thomas Snell, of Snell, Taylor & Co., Chicago; and 
Mr. Denton has lately executed a contract for 25 miles 
of grading from Dubuque northward. 

We take a corrected account of the letting of the con- 
tracts from the Cincinnati Railroad Reccrd. The com- 
pany is to use the track of the Baltimore & Cincinnati 
Company between Cincinnati and Spring Grove: 

“The contract for the earthwork on the first division 
lying between Spring Grove and Middletown, a distance 
of 24 miles, was awarded to Snell, Denton & Co. ; ma- 
sonry, to Bates & Bates. 

“In the second division—Middletown to Dayton—24 
miles—the contract for the earthwork was awarded to 
Wm. B. Chamberlain, of Hannibal, Mo.; masonry to 
James Hamilton & Bro., of Piqua, Ohio. 

“The work of bricklaying falls to the lot of Wm. B. 
Chamberlain. 

“The contracts for constructing the bridges have not 
been made, the bids being so nearly alike that it has 
been diflicult to reach a conclusion. The track will be 
laid with steel rails from the Cleveland rolling mills. 

“Work is to be commenced within fifteen days, and 
the road is to be ready for the rails by the 1st of 
February, and to be completed for the cars onthe 1st 
day of April next.” 

The Fecord adds: “As additional news, it may be 
stated that of late extensive purchases of real estate in 
the city have been made by the new company, amount- 
ing in the aggregate to $384,500. The lands bounded 
by Fifth and Front and Indianapolis, Cincinnati & 
Lafayette Railway track, with the exception of that 
part occupied by Ross, Pettibone & Co., have been pur- 
chased for a lumber depot, making 175 feet front on 
Fifth street. On the south side of Third street, between 
Wood and Mill streets, and extending to the Indian- 
apolis, Cincinnati & Lafayette Railroad track, the 
larger part of the property has been secured ; also the 
greater part of the real estate lying between the track 
and Front street, and Wood and Ramsey streets, is to 
be used for freight houses, etc. 

“The passenger depot will be the present Plum street 
depot, which will be occupied jointly by the Indian- 
apolis, Cincinnati & Lafayette, Marietta & Cincinnati, 
and the Springfield & Cincinnati railroad companies.” 


East St. Louis Stock Yards, 

The superintendent of construction of these yards 
advertises for proposals for the paving of 120,000 
square yards with rubble stone, six inches thick, on a 
bed of coarse sand not less than six inches thick. Bids 
will be received until noon June 10. 


New Orleans, Mobile & Texas, 

This company, which has recently completed its line 
from New Orleans to Donaldsonyille, is now offering 
first mortgage bonds to the amount of $12,500 per mile, 
and second mortgage bonds to an equal amount, on the 
22624 miles of road from New Orleans to the Sabine 
Kiver. These bonds bear 8 per cent. currency interest, 
payable in New York, or 7 per cent. gold, payable in 
London, at the option of the holder at the time the 
coupon is due. They are offered at present at 90. 
lowa Pacific 

Subscription books were opened in Dubuque on the 
$1st ult., and in a few hours $160,000 was subscribed. 


Detroit & Bay City, 
A company has been organized to construct a nar- 
row-gauge railroad from Detroit to Bay City. 


Midland Pacific, 

This company offers to construct a branch from some 
point on its line between Nebraska City and Lincoln in 
a southwesterly direction to Beatrice, if Gage County 
(of which Beatrice is the county seat) will aid by the 
subscription of $350,000 of its bonds. ‘ 


Springfield & Northwestern. 

According to the Fulton County papers, the contracts 
have been let for the extension of this road from 
Havana northwestward to Lewistown, eight miles, to 
be completed this season, and an effort is to be made to 
extend the line through Knox County in 1872. 


Rockford, Rock Island & St. Louis. 

By the time table which went into effect May 21, 
there is one express train daily running between East 
St. Louis and Rock Island, one accommodation (the 
Quincy accommodation) between East St. Louis and 
Beardstown, and two freights between East St. Louis 
and Sterling. The express leaves East St. Louis at 9:00 
p. m, and arrives at Sterling at 11 a. m., leaves Sterling 
at 3:10 p. m. and reaches East. St. Louis at 6:38 a. m. 


Morris Canal & Banking Company. 

This company’s canal extends from Phillipsburg, N. 
J., opposite Easton, Pa., eastward across the State of 
New Jersey to Jersey City, a distance of 102 miles. 
From the report for the year ending February 28, 1871, 
we take the following: 

The receipts during the year were : 

PR ads etree a ideis ones sivcetivs  deccecerct ties $365,585 77 
* rents -» 16,690 68 
Se” ME DLS hag sas bees ueabwesiee CK dsiciee vee os 2,476 00 
OP: (RE RONG ins adicnk nos ccvidsoh Vebsstcvessews cohen 2,797 31 


$391,549 76 





And the disbursements were: 
Repairs of canal and works.... ...........+-- $125,657 85 
ST URN Fskbvdsdcccdeesrcdscoviéccses 57,278 82 
Salaries, law and other expenses 21,055 34 
Transportation expenses 4,481 40 
-———— 208,473 41 


Balance—profits of the business......................6. $1°3,076 35 
Balance at credit February 28, 1870 63,226 36 


Total $246,302 71 
Yompared with the previous year, the gross income 
shows a decrease of $39,696 04; with a decrease in ex- 
penses of $37,923 68—making the decrease in net in- 
come, $1,772 36. 
Ft. Wayne, Muncie & Cincinnati. 
This company is to have an excursion party, chiefly 
of members of the press, from southern cities particu- 
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larly, which will pass over its road, and also the Fort 
Wayne, Jac’son & Saginaw to Saginaw Bay. It will 
reach Fort Wayne Tuesday evening, June 6, remain 
there over night, and go thence northward. 


Leavenworth, Lawrence & Galveston. 

The annual meeting of the stockholders for the elec- 
tion of thirteen directors will be held in Lawrence, 
Kan., on the 5th inst. 


The Cherokee Neutral Lands, 

These lands had much to do with the construction of 
the Missouri River, Fort Scott & Gulf Railroad, hav- 
ing been purchased by capitalists who also furnished 
most of the means for the construction of the road, 
which has very largely increased the value of the lands. 
On the latter were many squatters, who held that their 
claims were good, and that the sale was illegal. On the 
27th ult., at Topeka, Kan., the United States Circuit 
Court decided, in the ejectment suit of Joy against the 
settlers on the lands : 

1. That the treaty of 1835 and Patent Office warrant 
of 1838 gave a fee simple title to the Cherokee Indians 
of the neutral lands. 

2. That whether the Indians hold the fee or only the 
ordinary possessory right, the treaties of 1866 and 1868 
gave full title to the purchaser under the provisions, as 
such was plainly the extent of the treaty-making 
power. 

3. That the treaty-making power had full authority 
to alienate the public domain, and titles so acquired 
were perfect and indefeasible. 

4. That to say the government would sell this land 
for nearly $1,000,000, pay the money to the Indians, and 
then say the purchaser had no tile, would be to make 
the government a party to an enormous fraud. 

5. That whether the sale to Mr. Joy was regular or 
not, under the treaty of 1866, the treaty of 1868 covers 
ail defects, and made the title perfect. 

6. That under all the facts and circumstances, the 
title of J. F. Joy to the lands in question is, under the 
treaties and patent, a complete and perfect title, and 
cannot be successfully assailed. The demurrer to the 
answer is sustained. 


Memphis & Ohio. 

This company has notified the Comptroller of the 
State of Tennessee that it is ready to retire its indebt- 
edness to the State, amounting to about two and a half 
millions in Tennessee State bonds. It is reported and 
believed in Nashville that the Memphis & Charleston 
Railroad has bought enough Tennessee bonds to clear 
it of indebtedness to the State, which was $1,984,000 
according to the Comptroller’s published report. 


Ste, Genevieve to Lebanon. 

This Missouri road is to be built as an eastern exten- 
sion of the Laclede & Fort Scott Railroad, and it is re- 
ported that Mr. F. A. Rozier, Financial Agent of the 
extension, has made a contract with representatives of 
the Pennsylvania, Baltimore & Ohio and Ohio & Mis- 
sisippi companies for its construction and equipment. 
Madisonville & Shawneetown, 

Mr. RK. J. Laughlin, contractor, announces that he 
will be able to complete the grading from Madisonville, 
Keutucky, west to Providence, 16 miles, by the 5th of 
July next—the time allowed by the company to finish 
the work, 


Omaha & Northwestern, 

Mr. J. E. House, the Chief Engineer, has commenced 
a survey for an extension of the road northward from 
Blair. It is reported that the company will commence 
the construction of 50 miles more the present season. 


Portsmouth, Great Falls & Conway. 

The Boston Advertiser says this company “is taking 
measures to extend its track from West Ossipee to Con- 
way, and work will soon be begun on that part of the 
line. The northern terminus of this road is at Gorham, 
connecting with the Grand Trunk in that town. The 
road passes close to the Glen House, and that property, 
it is estimated, would be enhanced in value $50,000 by 
the opening of this route from the mountains to the 
beaches. When the road is completed, passengers can 
make a round trip from Boston to the mountains by 
way of the Boston, Concord & Montreal Railway, and 
return by this route, all the way by rail, except the de- 
anne from Tip Top, Mount Washington, to Glen 

ouse,” 


Atlantic & Pacific, 

The track is laid nine miles into the Indian Territory, 
to Grand River, and on the 25th ult. the first passen- 
gor train, with an excursion party from Springfield, 
ran through to the river. The piers for the bridge are 
nearly finished, and grading is in progress for twenty 
miles beyond. The bridge will have four spans of 150 
fect each. Near this point the road will cross the line 
of the Missouri, Kansas & Texas road. 

The Missouri Construction Company has taken the 
contract to build the branch to Baxter Springs, and is 
to complete the work within the next two months. 
Richmond & Atlanta Air Line, 

A correspondent writes from Greenville, 8. C., that 
Gower & Mills have commenced work on their contract 
for grading the second division of this road, and have 
about one hundred hands at work. The engineers are 
now locating the line westward toward Gainesville, 
Ga., the terminus of the Western Division, and the 
= road is to be completed by the close of the year 

in. 

Lafayette & Chicago. 


The company which has lately been organi zed to con- 
struct a railroad from Lafayette northwest ward to a 
junction with the Chicago & Danville road, have let 
contracts, and work is soon to be commenced. 

St. Louis & Southeastern, 


It is intended to have the extension of this road com- 
pleted from the present castern terminus southeast to 
McLeansboro, 27 miles, by the 1st of September. Mean- 





while work will be progressing from Evansville east- 
ward, and it is expected that the line will be complete 
from St. Louis to Evansville by the 1st of November. 
The laying of the masonry on the bridge over the Wa- 
bash has been commenced, and a large amount of stone 
is on hand. 


West Wisconsin, 

Sufficient iron has arrived for the extension of this 
road from its present terminus at Menominee westward 
to Summit Station, ten miles, and it will be laid imme- 
diately. 


Lafayette, Muncle & Bloomington. 

Snell & Taylor, who have the contract for the con- 
struction of the entire line, are letting sub-contracts, 
and work is commenced. 


Chicago & Michigan Lake Shore, 

This road, which is in operation from New Buffalo 
to Breedsville, where it crosses the Kalamazoo Division 
of the Michigan Central, was to have been opened to 
Holland, thirty miles further north, this week. 


lowa Pacific. 

The directors met at Dubuque on the 22d ult., and 
the contract between the Iowa Pacific and Chicago, Du- 
buque & Minnesota railroad companies was signed, 
the provisions of which give the former the right to 
use the track of the latter company over a certain 
defined extent of its road. Messrs. J. K. Graves and 
H. L. Stout were chosen directors of the Iowa Pacific 
Company, and the time for the annual meeting of the 
stockholders announced to be held on the first Monday 
in June next, at which meeting the company will reor- 
ganize. 

Memphis & Little Rock, : 

A traveler who has recently passed over this road on 
his way to the Hot Springs describes its condition as 
follows, in a letter to the Chicago T’vibune : 

“The railroad from Memphis to Little Rock, on 
which trains recently commenced running, shortens 
the journey to the Springs about two days, but the ride 
is attended with much danger and mental anxiety, as 
the risk of being buried in a swamp, through which 
the road runs, is very great. This road has been fif- 
teen years constructing, and the rails never would have 
been laid bad not several enterprising gentlemen of 
Memphis obtained control of it. The building of a 
railway through such a country as that between the 
Mississippi and White rivers was considered a foolhardy 
undertaking, the major part of the land being covered 
with water ; but there was money in it, and those hay- 
ing charge were not to be intimidated by swamps and 
other natural disadvantages. The road is yet far from 
completion, but men are at work on it, and in a year 
or two it will beas good a railroad as can be found 
anywhere. Forty miles of it are through a bottom, the 
rails being for long distances sect on trestlework several 
fect above high water mark, It is the intention, ulti- 
mately, to fill in between the piling and make a solid 
road-bed. The lower portion of the track, from the 
Mississippi to Conway, was under water during all of 
March and the greater portion of April, the first 
through train having passed over it on the 26th of the 
latter month. You can imagine from this the condi- 
tion of the road-bed. Heavy and continued rains had 
materially damaged the foundations as far as Duval’s 
Bluff, and the motion of the cars in passing over the 
track was not unlike that of a ship in a moderate gale. 
The bridge over the Cache River was very defective, 
the piling having been washed out of position and the 
rails thrown out of line. While crossing it at a snail's 
pace every one in the cars anticipated a ducking, but, 
fortunately, we passed over safely. We reached Little 
Rock on time, having been nearly twelve hours ‘ craw]- 
ing’ one hundred and thirty miles.” 


Peninsular of Michigan, 

The stockholders of the Michigan Midland Railroad 
Company metin St. Clair,on the 28d ult., and ap- 
wroved of the consolidation of their company with the 
Postnsdier Railway Company. The latter name will 
be that of the new company. The directors of the con- 
solidated company will meet at Battle Creck on the 21st 
of June to elect new officers, 

The laying of iron between Climax and Schoolcraft 
was finished last weck. Between,Schoolcraft and Cass- 
opolis the iron was aiready laid, so that the company 
now has 98 miles of road, from Cassopolis to Lansing. 


-| Alabama & Chattanooga, 


Messrs. Buckley, Welling & Co., who have overdue 
claims on this company amounting to about $25,000 se- 
cured by second-mortgage bonds, have instituted pro- 
ceedings in bankruptcy against it. Many other creditors, 
including the Jackson & Sharp Car Company, of Wil- 
mington, have expressed their belief that the present 
embarrassments of the company will prove temporary, 
and that their best prospect for payment will be under 
the present management of the property. 


Manchester & Keene, 

A company has been organized to construct a rail- 
road from Manchester, N. H., nearly due west to Keene, 
on a line about 18 miles north of the Massachusetts line. 
An attempt will be made to interest the Boston & 
Lowell and Lowell & Nashua in the construction of the 
road. 


European & North American, 

In an account of an excursion to the terminus a cor- 
respondent of the Portland Argus says : 

“While at Mattawamkeag, which is 58 miles from 
Bangor, the party surveyed the substantial truss bridge 
across the river. The rails are not laid over it as yet, 
but the road-bed is ready to “the deep cut” and be- 


is now promised that this easy running and very 
straight road will be completed to its connection with 
the Dominion Division by the last of August or first of 
September. Then Portland, by a belt of iron 342 miles 
long, will have railroad connection with the city of St. 





John, N. 8. There are but 52 miles now of rail to be 
laid ; the financial condition of the line is excellent, we 
are assured, and its prospects very great. By this 
first-class road the trip to Europe will be shortened at 
least two days, and from the traffic that will grow out 
of that the company expect a large revenue.” 


Missouri River, Fort Scott & Gulf. 

Two new sleeping cars, with all the latest improve- 
ments, have just been built for the company at the 
Aurora, Ill., shops, under the supervision of Mr. W. 
W. Wilcox. The purchasing agent of the compan 
writes us that 14,000 head of eatthe in excellent condi- 
tion—most of them beef cattle—are awaiting shipment 
at Baxter Springs. The condition of the road-bed has 
been frequently referred to in these columns and is 
probably one of the most perfect of Western roads. 
Georgia Railroad, 

Certain stockholders of this company make the fol- 
lowing protest against pledging the property of their 
company as security for the association which has 
rented the Western & Atlantic Railroad, some of 
whose members are also stockholders in the Georgia 
Company : 

“The undersigned, stockholders in said company, do 
hereby protest against the action of the directors in 
pledging said company as penn we | for the persons of 
the so-called company who are holding the recent lease 
of the Western & Atlantic Railroad for a term of twenty 
years, thereby denying the right and power of any 
number of stockholders, to bind other stockholders, or 
to bind the Georgia Railroad Company, as a company, 
on said contract of securityship, and declaring our in- 
tention that neither we, as stockholders, nor the com- 
pany as a company, shall be held bound thereby in an 
respect nor to any extent, however small or limited. 
We further declare that if the act of the so-called 
Legislature providing for the lease of the Southwestern 
& Atlantic Railroad shall be construed as such an en- 
largement of the charter of the Georgia Railroad and 
Banking Company as would authorize said con- 
tract of securityship, then we protest against said en- 
largement, and refuse to accept the same, believing as 
we do that said contract of securityship is gd 
outside of the charter and scope of the Georgia Rail- 
road and Banking Company, and that the charter can- 
not be enlarged so as to embark the company into a 
new business or involve them in liabilities outside the 
charter without the unanimous consent of all the stock- 
holders.” 


Pacific of Missouri, 

The St. Louis Republican of the 31st ult. says, report 
ing the return of Captain Brown, Mayor of the city, 
and President of this railroad, from the Kast, where he 
had been to negotiate bonds of the city and of the 
company : 

“The Pacific Railroad bonds, for the sale of which 
Captain Brown made arrangement, are $3,000,000 six 
per cent, gold second mortgage bonds. The proceeds 
will be used in part to build a branch of the Pacific 
road, commencing at a point about 9 miles from the 
city, and running to Carondelet, following as nearly as 
possible the River des Peres. The estimated cost of 
this is $300,000. The main object is to form a direct 
connection with the iron furnaces. The proceeds will 
also be used to construct 15 miles of double track from 
St. Louis to Kirkwood and take up the $1,600,000 float 
ing debt. He also left in the hands of the company’s 
agent bonds to the amount of $90',000 of the Lexing- 
ton & St. Louis Railroad. The proceeds will be ap 
plied to paying for the iron furnished the road, which 
is a branch of the Pacific running from Lexington to 
Sedalia. The bonds will be realized upon within the 
next 80 days. The road will, it is expected, be finished 
by the end of September.” 


Alabama & Chattanooga. 

The statement of the route by which trains are to 
run between New Orleans and Chattanooga given in 
the Gazerre of May 20, was based on erroneous in- 
formation. A correspondent in New Orleans informs 
us that the trains will not run via Jackson, Miss., to 
Meridian, but via Mobile, passing over the New Orleans, 
Mobile & Texas Railroad from New Orleans to Mobile, 
and over the Mobile & Ohio from Mobile to Meridian. 
Our correspondent gives the following corrected table 
of distances : 








New Orleans to Mobile....... 140 miles. 
Mobile ** Meridian .... 135 
Meridian “ Chattanooga ‘ a 
Chattanooga “ Lynchburg ...........6.ceeeeeeeeeeees ve 
Lynchburg ©  FHORMIRIOR, 0.0.0 cece ccccccccvccecsesce vad 
ashington “© Ne@wYork.........ceecceseeeeee sence “ 

Total GIstaMSS.... cccccccccccepccvecseccosvccccsesese 1,422 miles. 


Pullman palace cars began to run through to Chatta- 
nooga via. this line from New Orleans June 1, and will 
run from New Orleans to Lynchburg after July 1, 
making but one change of cars to New York. 


Vermont & Canada. 

At a meeting of the stockholders, held at St. Albans 
on the 16th ult., it was voted to issue additional stock 
to the amount of $500,000 to stockholders of record of 
that date pro rata at par; provided they shall signify 
their option to take the same by the first day of June 
proximo, and pay for the same on or before the first 
day of July next, with interest at the rate of 8 per 
cent. per annum after the first day of June. Stock 
holders desiring to avail themselves of the opportunity 
to take said stock will signify it in writing to the Treas- 
urer, John W. Newton, St. Albans, or Edward Blake, 
Esq., No. 10 Railroad Exchange, Boston, before the 
first day of June. The stock heretofore has been $2, 
500,000. The road is leased and operated by the Ver- 


yond, so that the rails can be laid to the State line. It | mont Central. 


| Northern of New Hampshire. 


The report of this company, submitted at the stock 
holders’ annual meeting, held last week at Concord, 
shows that the gross income of the road, including in 
terest, during the past year, to be $1,068,440 ; expendi 
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tures, $887,567 ; leaving a net income of $185,773. This 
is $76,024 less than last year, owing to the great in- 
crease of expenditures, amounting to some $101,108. 
Of this there has been paid for a new bridge across the 
Connecticut River at West Lebanon, $21,642 ; for land 
and improvements at same place, $14,640; excess of 
new rails and sleepers over last year, $40,708 ; increase 
of full expense, $17,716 ; repairs of locomotive at the 
Canaan accident, $6,400. A new passenger locomotive, 
thirteen merchandise and twenty-one gravel cars, be- 
sides rebuilding several old ones, have been added, 
The directors declare 8 per cent. dividend, the necessary 
addition to net income required for the same bein 
taken from the reserved funds. The Sugar River roa 
will be opened to Newport this fall, and perhaps to 
Claremont Village during the year. The cause of the 
Canaan accident is said to have been the failure of one 
of the conductors to observe carefully the rules and 
regulations of the road. The expenses of the road oc- 
casioned by the contract with the Concord Railroad 
are larger than previously, the law expenses being $10,- 
046, against $450 last year. 


Wisconsin Central, 


Grading is in progress all along the line from Me- 
nasha to Stevens’ Point, and a number of sections of it 
are entirely completed. The grade of this portion will 
be so far completed by the 1st of July that track-laying 
will begin and proceed without interruption. The engi- 
neering party for locating the fifty miles beyond Ste- 
vens’ Pointis still in the field, but is expected to report 
80 that bids for grading may be advertised for as soon 
as the Ist of July. 


Oshkosh & Mississippl, 


The Oshkosh (Wis.) Northwestern says: “ Whalen & 
McGee, of LaCrosse, have filed with the Oshkosh & 
Mississippi River Railroad Company, a bond for the 
faithful performance of their contract, and have com- 
menced work in grading the line of the road between 
Oshkosh and Ripon. The contract binds them to com- 
plete the work on or before the 15th day of August 
next. There is now no doubt that the road will be 
ironed and in working order early this fall.” 


Cedar Rapids & St. Louis, 


The company is now condemning the right of way 
which they could not secure otherwise, between Ottum- 


way & Sigourney, and grading is to be begun very 
800Nn, 


Flint & Pere Marquette. 


Mr. Pratt, one of the contractors of the Flint & Pere 
Marquette Railroad, informs the Flint (Mich.) Globe that 
the iron is laid to a point just 69 miles from Saginaw, 
and within a few feet of the west line of Clare and the 
east line of Osceola County. Mr. Pratt’s contract cov- 
ers a line of 20 miles, the western limit of which is a 
point within 13 miles of Hersey, the junction with the 
Grand Rapids & Indiana Railroad. This 13 miles is 
under contract, and will be completed ready for use b 
the Ist of October, by which time Mr. Pratt’s job will 
be done. Trains will then runto the junction. 


Southern Minnesota, 


The Winona (Minn.) Republican of May 26 says: 
“There is a rumor afloat, which appears to be well 
founded, that the Southern Minnesota Railroad is about 
to-change owners. Into whose hands it is to fall— 
whether those of the Northwestern Company or the 
Milwaukee & St. Paul Company—has not yet trans- 
pired. Both of these powerful corporations have re- 
cently been making efforts to secure possession or con- 
trol of the road in question, the finances of which, it is 
understood, are ina very straiten d condition, necessi- 
tating prompt negotiations of some kind on the part of 
those who have hitherto managed it.” 


Atlantic, Mississippi & Ohio. 


The stockholders in the consolidated corporation 
met at Lynchburg on the 18th ult. Gen. Wm. Mahone, 
President, submitted his annual report. Among other 
matters the following facts were exhibited. The year 
before the war the roads from Norfolk to Bristol, oper- 
ating under separate organizations, earned $1,241,- 
862.01, and for the year following the close of the war, 
$1,054,258.10; while for the year ending September 
80th, 1870, the figure was $1,925,686.51—showing an in- 
crease since the war of $871,524.40, or 88 per cent. The 
net earnings were in round numbers $756,000, after 
allowing for discount on moneys borrowed, $107,000. 
This item will not appear in the future, giving a net in- 
come of $863,000, which would pay the interest at 
seven per cent. on about $12,000,000 Siete The busi- 
ness committee subsequently submitted their report, 
which was adopted, ol among other things empowered 
the President and directors to execute a mortgage on 
the company’s property, not exceeeing $15,000,000 ; 
recommended that the company conduct an express 
business over its roads, and appointed a committee to 
go to Louisville and arrange to connect with the Louis- 
ville & Nashville Railroad. The old board of officers 
were re-elected.— Baltimore Sun. 

Augusta % Hartwell. 


This is a line which it is proposed to construct from 
Augusta, Ga.,in a northwesterly direction along or 
near the Georgia side of the Savanah River to a con- 
nection with the Blue Ridge Railroad near the north- 
east corner of Georgia, about 125 miles. The Chief 
Engineer has recently surveyed two routes for the line 
between Augusta and the Broad River. One of 
these, a few miles from the river, gives a iine 
to Hartwell Mills, on Broad River, 60.6 miles long, 
with maximum grades of 80 and average grades of 53.3 
feet per mile, at an estimated cost of $30,075 per mile. 
The other line, running for the most part close along 
the Savannah, would be 53.6 miles long, with maximum 
grades of 52.8 and average grades of 19.3 feet per 
mile, at an estimated cost of $22,294 per mile, in both 
cases exclusive of equipment and depots. From the 
Broad River itis proposed to follow the divide between 
the Broad and the Savannah for 65 miles, to a point 





near the northern boundary of Franklin County, with 
moderate grades, and thence for 33 miles there is 
some very difficult work. Ifit should prove too costly, 
it is proposed to diverge to the right and make a con- 
ms with the Blue Ridge Railroad at Walhalla, 


Cairo & Vincennes, 

A public meeting was held in Cairo on the morning 
of the 31st ult. at which resolutions were passed’ ear- 
nestly requesting the County Court not to withhold the 
county’s donation of $10,000, which it is said, will en- 
able the company to resume the work immediately. 
Quincy, Alton & St. Louls. 

Arrangements have been made to have this road 
raded to a point on the Teledo, Wabash & Western 
Railroad within the next sixty days. Iron for thirty- 

one miles has already arrived. 





TRAFFIC AND EARNINGS. 


—The traffic receipts of the Great Westtrn of Canada 
for the week ending May 5 amounted to £16,528, 
against £17,727 in the corresponding week of last year, 
showing a decrease of £1,199. 

—The Union Pacific Railroad Company has published 
the following statement of earnings and operating ex- 
penses for April, 1871 ; from January 1, 1871, to May 1; 
and since the opening of the road Muay 10, 1869: 





April, 1871. April, 1870. 
ERP T CCC CTT ETT $104,247 58 $690,973 26 
BEPONSOS. 0.2. ccccccccccccccvcccccecceceses 18,401 94 474,355 61 





MN - - <a aecenlaihebaaeoeee $335,845 64 $206,617 65 
1s/ Jan, to lat Jan, to 


. 20th Apl., "M1. ®th Apl , °%0. 
I, o:dnGcsdasacesecusovactecenes 


$1,957,644 23 $2,148,879 49 
TEBPGRIES coc ccccccccccccnccseetoescees 1, 62,414 69 1,841,045 27 
IE a 0.0 3:0:0.4 Kerk eek sevens $895,229 54 $407,834 72 


The net earnings of 1871 show an increase over 1870 : 


adc Adie GuaaiisneesSobeee ee remcosenes $129,227 99 
PMID DPRUIOUE, 6. oc cccctcccnscccccccsecccsos seeses - 858,166 83 


Am For 4MOWAS, ...2cccccccssccs cecverccscccecscccososes “$487,894 82 
Comparative statement since opening, 10th May, 
1869 : 


lst Fiscal Year 
10th May, “69 - 80th 


Calender 
Year, “%. 


2d Fiscal Year 
to 1st May °%- 


April, *70 B0(h April, V1 
Earnings..........$8,364,592 50 $7,625,277 11 $7,333,961 35 
Expenses........... 5,797,008 56 4,677,414 84 8,898,704 26 


Net carnings....$2,567,493 94 «$2,947,862 27 $3,435.957 19 
Percentage of ex- 


RODMOD. 5.5 <00s.000 69 30-100 61 34-100 53 16-100 

—The traffic receipts of the Grand Trunk of Canada 
for the week ending May 6 amounted to £32,100, against 
£83,300 in the corresponding week of last year, show- 
ing a decrease of £1,200. 


ELECTIONS AND APPOINTMENTS. 


—The incorporators of the New York Viaduct Rail- 
road met last week and chose the following Board of 
Directors: Alexander T. Stewart, William M. Tweed, 
August Belmont, Charles A. Lamont, James F. D. Lan- 
ier, Franklin A. Osgood, William Butler Duncan, Jobn 
J. Bradley, Charles L. Tiffany, William R. Travers, 
John Q. Jones, Richard B. Connolly, A. Oakey Hall, 
John Jacob Astor, Peter B. Sweeny, Levi P. Morton, 
Hugh Smith, William T. Blodgett, Richard O’Gorman, 
Jose F. Navarro, Henry Smith, Edward B. Wesley, 
Wilson G. Hunt, John Taylor Johnson, Henry Hilton. 


—It is reported that Mr. E. L. Wentz has resigned 
the superintendency of the Cincinnati & Indianapolis 
Junction Railroad, to which he was only a short time 
ago appointed, and that Mr. J. C. Sheldon is his suc- 
cessor. 


—Mr. L. A. Emerson, on the 24th ult., assumed the 
duties of General Passenger Agent and Auditor of the 
Sheboygan & Fond du Lac Railroad Company, in place 
Mr. T. F. Strong, Jr., late Passenger Agent, and Mr. L. 
8. Hough, the former Auditor. 

—At the recent annual meeting of the projected 
Windsor & Forest Line Railroad, at Marlow, N. H., a 
full board of directors was elected, with T. H. Woods 
of Nashua as President, O. F. R. Waite, of Claremont, 
Clerk, and V. C. Gilman, of Nashua, Treasurer. The 
President was authorized to arrange for surveys and 
location as well as the construction of said road by any 
cerporation willing to undertake it. 


—The Plymouth & Sandwich (Mass.) Railroad Com- 
pany has been organized by the election of a board of 
directors with Albert Mason, of Plymouth, President ; 
B. A. Hathaway, Clerk, aud Wm. H. Nelson, Treasurer. 


—The Hanover (Pa.) Branch Railroad Company has 
re-elected Captain A. W. Eichelberger President, and 
Henry Wirt, Reuben Young, Joseph Dellone, Henry C. 
Schriver, Jacob Forrest and David M. Myers, as Di- 
rectors. 


—B. H. Kidder, before the war Master of the Round 
House of the Chicago, Burlington & Quincy Railroad, 
in Aurora, and later Master Mechanic at Adrian, Mich., 
has been promoted to the position of Master Mechanic 
of the Buffalo Division of the Lake Shore & Michigan 
Southern Railway. 


—W.C. Graham has been appointed agent of the 
Missouri, Kansas &‘l'exas Railroad in St. Louis, and 
has opened an office at No. 208 Pine street. 


—The following gentlemen have been elected 
directors of the New York & New Haven Railroad Com- 
pany forthe ensuing year: William D. Bishop, Bridge- 

ort; George B. Carhart, George N. Miller, Abraham 

an Nest, Wilson G. Hunt, New York; Ezekiel H. 
Trowbridge, New Haven; Jonathan Godfrey, South- 

ort; Nathan A. Baldwin, Milford ; Nathaniel Wheeler, 

ridgeport ; Horate F. Clark, New York. The two 
last named are new members, taking the places of 
James J. Roosevelt, of New York, and William W. 
Boardman, of New Haven. 





—The directors of the Cairo & Fulton Railroad Com- 

any have elected the following officers: M. L. Rice, 

resident; J. L. Hodges, Secretary and Treasurer; P. 
K. Roots, Chief Engineer; Geo. R. Weeks, Land Agent; 
Henry Page, Superintendent. 

—Col. Hans Matson has resigned his office as Secre- 
tary of State of Minnesota, and gone to Sweden as Im- 
—— Agent of the Lake Superior & Mississippi 

ailroad., 


—At the annual meeting of the Manchester & Keene 
Railroad Corporation, at Keene, N. H., on the 17th ult., 
the following gentlemen were elected Directors : Henry 
Colony, Samuel W. Hale, George B. Twitchell, James 
A. Richardson, Milan Harris, Archibald H. Dunlap, 
Theodore A. Wood. Henry Colony was chosen Presi 
dent, and Thomas E. Hatch, Clerk. 


—The recent election of directors of the Atlantic & 
Pacific Railroad Company, held at Boston, resulted in 
the election of the following board for the ensuing year : 
Francis B. Hayes, Boston, President ; Uriel Crocker, 
Boston, Vice-President; Andrew Pierce, St. Louis, 
Managing Director ; Isaac Rich, Jacob Sleeper, George 
8. Curtis, Charles G. Morrill and Oliver Ames, Boston ; 
Joseph Seligman, A. B. Stout and W. H. Coffin, of New 
York; Frederick Billings, Woodstock, Vt.; Osias 
Bailey, White Cloud, Kan. These gentlemen, with the 
exception of Mr. Billings, comprised the old board. 
Mr. W. A. Hayes, of Boston, was elected Secretary and 
Treasurer. Only one of these directors, Andrew 
Pierce, Jr., is in the Missouri Pacific directory. 

—The directors of the Mexico & Monroe City Railroad 
Company—from Mexico, on the North Missouri, north 
to Monroe City, on the Hannibal & St. Joseph—recently 
elected the following officers : President, C. H. Hardin, 
of Mexico; Vice-President, P. R. Ridgely, of Monroe 
City ; 8S. E. Cummings, of same place, Secretary ; Treas- 
urer, J. E. Dearing, of Mexico ; Attorney, J. E. Hutton, 
of same place. Measures are to be taken at once to 
have the road surveyed and located. The road will be 
a branch of the St. Louis & Keokuk road. 


—Hon. George Vickers, John Gale, G. W. T. Perkins, 
Wm. Welch, Jesse K. Hines, Wm. B. Wilmer, Richard 
C. Johnson and Charles Beaston have been elected 
directors of the Kent County (Md.) Railroad Company. 
The officers are: President, Hon. George Vickers ; 
Treasurer, R. Hynson; Secretary, H. W. Vickers ; Su- 
perintendent, J. K. Hines. 


—At a meeting of the grantees of the Manchester & 
Claremont Railroad, at Manchester, N. H., on the 20th 
ult., the following Board of Directors was elected : E. 
A. Straw, Joseph Kidder, James A. Weston, John C. 
French and§. N. Bell, of Manchester ; James F. Briggs, 
of Hillsboro’, and Moses a Hodgdon, of Weare. Fred- 
erick Smythe was chosen Treasurer and 8. N. Bell was 
chosen Clerk. 

—The late election of directors of the Charlotte, Co- 
lumbus & Augusta Railroad Company, resulted in the 
choice of the following: William Johnston, Rufus 
Baringer, A. B. Davidson, J. Harvey Wilson, of North 
Carolina; A. B. Springs, York County, 8. C.; John J. 
McLure, Giles J. Patterson, Chester, 8. C ; Wm. R. 
Robertson, James H, Rion, Fairfield County, 8. C.; 
John Fisher, F. W. McMaster, E. Hope, T. J. Robert- 
son, Richlaud County, 8. C.; J. B. Palmer, Lexington, 
S. C.; Wm. E. Jackson, John J. Cohen, 8S. D. Heard, 
Augusta, Ga. Charles 8. Estes, the Mayor of Augusta, 
is ex officio a director. William Johnston has been re- 
elected President and General E. P. Alexander General 
Superintendent. 

MISCELLANEOUS. 

—Mr. William J. McAlpine, who is generally recog- 
nized as one of the greatest living engineers, left his 
home at Pittsfield, Mass., this week, for Europe, having 
been engaged by the Austrian Government to superin- 
tend the improvement of the channel of the Danube. 


—The Vermont & Massachusetts Railroad was con- 
victed in the Superior Court at Worcester, of killing 
George A. Johnson, the well-known “ pop-corn man,” at 
the Athol accident, last June, the accident having been 
caused by the carelessness of one of its employes. 
The defense was that he was an employe of the road, 
not a passenger, as he carried ice water through the car 
in part payment for his fare. This point, which was 
overruled, will be carried up to the Supreme Court. 
The penalty, if the conviction stands, is not more than 
$5,000 nor less than $500, to be paid to the heirs of the 
person killed. 


—Since the completion of the St. Charles Bridge, the 
North Missouri Railroad Company advertises that 
freight delivered at the depot in St. Louis as early as 
four o’clock p. m. will be delivered in Kansas City by 
two o’clock p. m. of the next day, in time for shipment 
that night on connecting roads, making a saving of 
twenty-four hours to points on the Kansas Pacific. 


—Among the cases just decided in the Supreme Court 
of Illinois was that of the Peoria & Rock Island Rail- 
way Company vs. Houston, This is the matter of the 
Akron subscription of $30,000 to the capital stock of 
the Peoria & Rock Island Railroad, and which was re- 
sisted by the town on the ground of informality. The 
decision of the Supreme Court is in favor of the rail- 
way company, and the town has now to issue the bonds 
and pay the sum of $7,000 back interest. 





A Now Car Company. 

Certificates of incorporation of the Haskell & Barker 
Jar Company, of Michigan City, Indiana, were filed in 
the office of the Secretary of State last week. The ob- 
ject of the incorporation is the manufacture and sale 
of railroad cars and all material used in such manufac- 
ture. The capital stock is fixed at $100,000, divided 
into shares of $50 each. The term of existence 18 
limited to twenty years. , 

Haskell & Barker have been manufacturing cars In 
Michigan City under their firm name for some time 
past. They have an office in Chicago. 





